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Which method is YOURS? 

How slow and laborious the old man-power method, is clearly shown when pictorially 
compared to the modern mechanical methods of unloading freight at Docks and 
Terminals with the 


Otis Inclined Elevator 


Understand also that the saving of labor and time, so obvious before installation, turns 
into a proportionate saving of expense for you after the installation of the Otis Inclined 
Elevator with its capacity of carrying from 600 to 1,960 trucks per hour up inclines as 
great as 25 degrees from the horizontal. j 


If the experience of the many such places now equipped with Otis Inclined Elevators 
can be taken as tests, there is no equipment more worthy of recommendation for Docks 
and Terminals than the Otis Inclined Elevator. 


Write for Catalog 


Otis Elevator Company 
Eleventh Avenue and Twenty-sixth Street, NEW YORK 
600 West Jackson Boulevard, CHICAGO 
Offices in All Principal Cities of the World 
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To The 


TRAFFIC MANAGER 


Who Must Keep 
UP TO THE MINUTE 


ON 


Tariff Filings, Rejections, Suspensions, and the 
Other Most Important Traffic Happenings 


Our Daily Traffic World and Traffic Bulletin 


Will Appeal 


LET US SEND SAMPLES 


THE TRAFFIC SERVICE BUREAU, 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters. to co-operate with the Inter- 
state Commerce Commission, state rali- 
road commissions and transportation 
*oniparies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 


Headquarters, Tacoma Bidg., 5 North 
La Salle St., Chicago. 


President 
rtation Bureau of 
ansas City, Mo. 


Commissioner, Trans 
Commercial Club, 

J. Kaevy Vice-President 

Commissioner, Freight and Traffic Di- 

vision Chamber of Commerce, Indian- 


Secretary-Treasurer 
836 South Michigan 
Ave., Chicago, [il. 


David P. Chindblom Asst. 
5 North La Salle St., Chicago. 


= M. Crane Co., 


Secretary 


National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Traf. Mer., 
American Trust Bldg., Chicago, Il. 


National League of Commission Merchants 
of the United States. J J. Castellini 
Pres., Cincinnati. O.; R. S. French, 
Business Manager, 202-204 Franklin St., 
New York. 


Northern Pine Manufacturers’ Assocla- 
tion. H. S. Childs, Secy., Minneapolis. 


Sterling Manufacturers’ 
Association. In charge of traffic in- 
dustries located at Sterling and Rock 
Falls, lll. W. P. Benson, President; H. 
H. Wood, Vice-President; W. J. Bur- 
leigh, Secy.-Treas.; W. E. Long, Traffic 
Manager. 

The Memphis. Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres.; James S. Davant, Commissioner, 
Memphis, Tenn. 


and Shippers’ 


TRAFFIC CLUBS 


Traffic Club of Kansas om. Joseph A. 
Tapee, Pres.; Alfred A. ild, Secy. 


Topeka Traffic Association. 
McEntire, Pres.; C. M. 
Secy.-Treas. 

The Spokane Transportation Club. 
W. Colby, Pres. 


The Traffic Club of Chicago. J. Charles 
Maddison, Pres.; W. H. Wharton, Secy. 


The Traffic Club of Philadelphia. 
Billings, Pres.; C. W. 


Secy. 


The Traffic Club of St. Louis. R. K. 
Pretty, Pres.; W. S. Crilly, Secy.-Treas. 


The Traffic Club of Pittsburgh. Edward 
F. Lalk, Pres.; D. L. Wells, Secy. 


The Transportation Club of Indianapolis. 
M. R. Maxwell, Pres.; L. E. Stone, 
Secy. 


The Traffic Club of New England, Boston. 
Sam W. Manning, Pres.; C. A. Ander- 
son, Secy. 


The Transportation Club of Louisville. 
Henry S. Gray, Pres.; S. J. McBride, 
Secy. 


The Transportation Club of Toledo. E. 
D. Ryan, Pres.; Harry 8S. Fox, Secy. 


George P. 
Lawrence, 


Chas, 


Harry 
Summerfield, 


: CHICAGO 


The Traffic Club of Newark. H. B. R. 
Potter, Pres.; J. J. Kautzmann, Secy. 
The Traffic Club of Seattle. Arthur E. 
Campbell, Pres.; F. C. Nessly, Secy.- 

Treas. 

The Transportation Club of Detroit, Mich. 
Sidney A. Jones, Pres.; W. R. Hurley, 
Secy. 

Transportation Club of San Francisco. J. 
F. Burgin, Pres.; Theo. H. Jacobs, Secy. 

The Railroad Club of Kansas City, Mo. 
George E. Roe, Pres.; Claude Manlove, 
Secy. 

The Traffic and Transportation Club of 
Birmingham. A. W. Carey, Pres.; H. 
H. Knight, Secy. 

The Traffic Club of Minneapolis. F. 
Pool, Pres.; F. B. Rowley, Secy. 

Sait Lake Transportation Club. J. 
Davis, Pres.; R. E. Rowland, Secy. 

Traffic Ciub of Milwaukee. George 
Schoeder, Pres.; Carl Backus, Secy. 

Transportation Club of Lima, O. Lloyd P. 
Sherrick, Pres.; D. L. Rupert, Secy- 
Treas. 

Grand Rapids Traffic Club, Grand Rapids, 
Mich. Chas. H. Lilley, Pres.; James 
Bale, Secy. 

Transportation Club of Peoria. 
Mowat, Pres.; A. S. Howells, Secy. 

Traffic Club of Cleveland. D. F. Hurd, 
Pres.; W. V. Bishop, Secy. 

Traffic Club of Erie, Pa. Edwin H. Bre- 
villier, Pres.: M. W. Eismann, Secy. 
Los Angeles Traffic Association, Los An- 
geles, Cal. E. S. Blair, Pres.; C. E 

Cline, Secy.-Treas. 

Traffic Club of Jacksonville, Fila. A. W 
Fritot, Pres.: Chas. A. Bland, Secy. 
The Traffic Club of Fort Worth. J. M. 
Andrews, Pres.; R. R. Wilson, Secy. 
The Traffic Club of the Greater Dayton 
Association. J. C. Crume, Chairman 

R. H. Hagerman, Recording Secy. 


The Portiand Transportation Club. W. A 
Robbins, Pres.; W. O. Roberts, Secy. 


Dan 
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| ABITA SPRINGS COVINGTON MANDEVILLE 
ANS GREAT NORT 
‘NEW SS aan ke 
| SUPERIOR FREIGHT AND PASSENGER SERVICE 


‘NEW ORLEANS, La., and JACKSON, Miss. 


CONNECTING WITH RAIL AND WATER ROUTES TO THF 


NORTH, EAST, SOUTH ann WEST anv FOREIGN 
PORTS via NEW ORLEANS, “PanaMa CANAL 
MODERN EQUIPMENT, SAFETY AND COMFORT, EXCELLENT CAFE-PARLOR CARS 


“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC” 


THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORT 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 
M. J. McMAHON, Gen. Frt. and Pass. Agt. G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 
905 WHITNEY CENTRAL BLDG., New Orleans, La. 


a 
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Philadelphia-New Orleans Transportation Co. 
PHILADELPHIA--CHARLESTON--TAMPA, FLA.--NEW ORLEANS 


New 4,000-Ton Freight Steamers “A. A. Raven,’’ ‘‘Ruby,” “Robert M. Thompson”’ 


Low Insurance Rates 








Regular freight service between points in Seaboard Territory, via Philadelphia and New Or- 
leans and Baton Rouge, Bayou Sara, Monroe, Shreveport, Lake Charles, Meridian, Natchez and 
points in Arkansas, Louisiana, Mississippi, Oklahoma and Kansas as shown in published tariffs. 






CONNECTIONS.—At PHILADELPHIA—With Baltimore & Ohio R. R., Pennsylvania R. 
R., Philadelphia & Reading Ry., Baltimore & Philadelphia Steamboat Co. and Trenton Trans- 
portation Co. 

At NEW ORLEANS—With Louisville & Nashville R. R., Louisiana Railway & Navigation 
Co., Frisco Lines, New Orleans & Northeastern R. R., New Orleans Great Northern R. R. and 
Texas & Pacific Ry. 











AT CHARLESTON—With Southern Railway Co. 


D. H, E. JONES, Vice-President, JAMES W. ELWELL & C0 Managers, 
jaa vane North - 2 laware. ‘avenue, Philadeiphia, Pa. 17 State Street, New York, N. Y. 
ynaee relg gen 
19, N. Delaware "Ave., Philadelphia, Pa. | W- @. Neer hina Freight Agent 







N. F. KNIGHT, ye a East Baltimore Street, Baltimore, Md. 
Girod Street. Landing, New Orleans, La. | cH. GOODRICH, General Eastern Age 





W. W. SMITH, Agent, | a Y 
of Cone Street, Charleston, S. C. ” Broadway, ow Vork, %. Y. 
c. H. JACKSON, Fie & Agent, J. J. KLINE, Traveling ——— Agen 
701 Park Buliding, Pittsburgh, Pa. 206 Milam oe. Shreveport, La. 
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PACKING ROOM TROUBLE? 


We have a service department that is at your command to help 
solve your packing troubles, as we have done for many others. 


















OREMOST ARRIERS 












N 7 ND 
RINGING HIPPERS 
EAL NDORSE 
FOFFICIENCY QUPERIORIY 







We started, and are continuing our business on the principle that honest goods are 
the most economical to the consumer. Let us help you get the most efficient way 
of packing your product. We have specialized on many lines, yours may be one of 
them—write us for further information. 









Hummel & Downing Co., Milwaukee, Wis. 





* 2 Georgian Bay 

and Dominion Tran 

a Srales | “POttatig, 
Freight and Passenger Line 


Ww” 
DULUTH, FT. WILLIAM, PORT ARTHUR (and intermediate ports) 
DULUTH, BAYFIELD, ASHLAND (and intermediate ports) 


FASTEST SERVICE 


LOWEST COMBINATION OF RATES TO AND FROM CANADA 


EUROPEAN IMPORTS via Montreal to all points in the West and Southwest moved via 
all water to Duluth at lower rates than via any other gateway. 

VACATION TRIPS.—Our new commodious steel steamers, “America” and “Easton,” offer unex- 
celled passenger service and comfort and cover America’s most delightful vacation grounds, including 
daylight circuit of beautiful Isle Royale and the interesting Apostle Islands, the paradise of the tourist 
and sportsman. 

Our Dominion Transportation Co., Ltd., operates the splendid freight and passenger steamers 
“Manitou” and “Caribou,” between Sault Ste. Marie and Michipicoten (and intermediate ports—Lake 
Superior ), also between Sault Ste. Marie and Owen Sound (and intermediate ports in North Channel— 
Georgian Bay), making a daylight tour of the World’s Most Magnificent Fresh Water Archipelago. 

CONNECTIONS WITH ALL RAIL LINES AT 
Duluth, Ft. William, Port Arthur, Bayfield, Owen Sound, Ashland, Sault Ste. Marie 


For Freight Tariffs, Descriptive Literature, Schedules and full information, call on or write 


L. P. HOGSTAD, Superintendent L. D. ROSENHEIMER, Traffic Manager C. E. AINSWORTH, Manager 
Duluth, Minn. Chicago, Ill. Sault Ste. Marie, Mich. 


Lake Superior 
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Off The Beaten Track 


Not long ago a Kansas City banker was 
taken with a desire to revisit the scenes of 
his boyhood. 


But to do this meant long traveling through 
obscure hamlets and villages of old England. 
It meant getting off the beaten track of the 
tourist—into the highways of Devonshire. 
And the Kansas City man ‘anticipated all 
kinds of trouble in arranging Dis finances of 
that journey. 


He hated to carry much iil with him. 
And yet, who would cash a stranger’s per- 
sonal check in a small English town? 


One of his Europe-wise friends advised 
him to telephone for some Wells Fargo 
Travelers Checks. He did. Later he sailed. 
And to his astonishment and pleasure found 
the checks well-known and readily accepted 
in every little town he visited. 


A Travelers Check does two things: pro- 
tects your pocketbook, and identifies you 
anywhere. A Wells Fargo Travelers Check 
does a third thing; it places at your dis- 
posal a useful, courteous, personal service at 
all our foreign offices. 


Whether it be to forward your letters or 
engage you a motor car, to take care of your 
steamer rugs, or advise you about trains, or 
steamers or hotels, you will find someone in 
our office interested in your interests. 


Especially helpful are Wells Fargo’s new 
offices in London and Paris. 


Travelers Checks 
Good The World Over 


Wells Fargo & Company 
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THE SPOTTING TESTIMONY. 

The inference drawn from the opinion of the 
Supreme Court in the Los Angeles switching case 
by those who have resisted the sort of “progressive- 
ism” indicated by the proposal with respect to a 
charge for spotting, so-called, is that before the 
Commission can allow the imposition of a separate 
charge for delivery on a private track it must be 
shown that there has been an additional instead of 
a substituted service. The application of that test 
would throw out, as useless, nine-tenths of the 
testimony heard by examiners of the Commission, 
under the guidance of Mr. Brandeis, because none 
of it goes to the point as to whether the private 
track service is any greater or more expensive than 
that of placing a car on the team tracks or other 
public sidings of the carriers. 


INDUSTRIAL RAILWAYS CASE. 

The Interstate Commerce Commission is to be 
congratulated on its decision to issue a positive 
order in the Industrial Railways case, so that the 
aggrieved industrial roads may go into court for a 
judicial determination as to whether they are com- 
mon carriers or mere plant facilities. Its action 
makes unnecessary the mandamus ‘proceedings 
begun with a view to forcing it to make such an 
order as might be appealed from to the courts. If 
a writ of mandamus had been refused and the Com- 
mission refused to act of its own motion it is diffi- 
cult to see how there could have been an adjust- 
ment. But the Commission apparently recognized 
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the fact that the tap-line case, decided against the 
Commission by the Supreme Court, involved prin- 
ciples similar to those in the industrial lines case, 
and that in common fairness it ought not to stand 
in the way of those principles being applied by the 
court as far as they should go. About the only 
difference in the two cases in law is the applicabil- 
ity of the commodities clause. That clause says 
no common carrier shall carry freight in which it 
has a direct or an indirect interest. But these in- 
dustrial railroads are not the owners of the com- 
modities. The companies which own the com- 
modities also own the railroads. That, of course, 
is a distinction without much difference. 

The application for a writ of mandamus was 
filed in the Supreme Court of the District of 
Columbia by the independent shippers along the 
line of the Newburgh & South Shore, the road in 
Cleveland owned by the American Steel & Wire 
Company, a subsidiary of the United States Steel 
Corporation. That road is a four-track railroad 
tapping one of the busiest industrial districts of 
Cleveland. Notwithstanding that fact the tonnage 
furnished by the proprietary interest is so large in 
percentage that the Commission had no hesitancy 
in saying that the road was a plant facility per- 
forming no service of transportation. 

“In this case there appears to be no real neces- 
sity for the operation of the industrial railroad 
(Newburgh & South Shore) by a separately incor- 
porated company,” says the report on the Indus- 
trial Railways case. “It was built for the pur- 
pose of connecting two widely separated depart- 
ments of the (American Steel & Wire) plant and 
performs no service in connection with the move- 
ment of the inbound raw material or the outbound 
manufactured product that was not previously per- 
formed by the trunk lines.” 

The attackable order, when issued, is expected 
sharply to define the risk the trunk lines assumed 
when they broke the contract relations with regard 
to the through routes and joint rates that prevailed 
until April 1. On that day the trunk line tariffs 
canceling the through route and joint rate arrange- 
ments went into effect and there was a breach of 
every contract between the trunk and short line 
carriers. They broke the contracts on the mere 
expression of opinion by the Commission that the 
short lines were not common carriers. They were 
not ordered by the Commission to do so, any more 
than the trunk lines were ordered to break their 
contracts with the tap-lines of the lumber region. 


It is assumed that the industrial companies will 
file complaints in the various district courts asking 
for mandates requiring the trunk lines to restore 
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the tariffs carrying divisions agreed upon when 
the contracts for through routes and joint rates 
were made. The venue of such suits will lie in 
the three districts of Pennsylvania, in the northern 
district of Ohio, the northern district of West Vir- 
ginia, the district of Indiana, the southern district 
of Michigan, all districts in Illinois, eastern district 
York and 


of Missouri, western district of New 


perhaps some other districts. 
But for the action of Congress in abolishing the 


Commerce Court all the litigation in this matter 






LEADERS IN TRAFFIC 


The Men Who Are Soa Solving the Big Prob. 
lems—and the Good Work 
They Have Done 





Fred Zimmerman, general freight agent of the Lake 


Shore & Michigan Southern Railway, and Dunkirk, Alle 
gheny Valley & Pittsburgh Railroad, 


was born July 26, 1866, at Portland, Me. 


at Cleveland, 0. 
He was grad. 











would be confined to one court. As the matter a 
now stands, the filing of suits in so many districts = 
presents the possibility of one court holding the taal 
industrial line to be a common carrier and the court the 
in another district holding with the Commission the 
that the industrial line is a plant facility perform- “ 
ing no service of transportation. we 
Consolidation of all the cases in a given district Col 
is possible, but consolidation of cases in different hou 
districts is not. Naturally the district judge who 
makes a decision first will have the honor of having os 
an appeal taken. No matter which side wins, the naka 
case or cases will be appealed. Great pressure will pas 
be brought on the district courts on account of The 
the millions involved, but even with the greatest tb 
speed the Commerce Court could make, it is nearly ce 
two years since the tap-line litigation was begun. ae 
It is four years since the action of the Commission tior 
that brought about the tap-line case was taken. ject 
The most notable fact in connection with the we 
tap-line case and its bearing on the industrial rail- ie 
ways case is that the Supreme Court barely men- stat 
tioned the commodities clause. That part of the FRED ZIMMERMAN a 
law is not what caused the court to overturn the wyated from the public schools at Chicago in June, 1882 oe 
order of the Commission. He entered the railway service in 1882, and was to of 
The issue in that case was as to whether the October, 1883, Office boy and clerk with the Green, Kan- to 
kakee, Chicago & Louisville Southern and Southern 
tap lines are common carriers. The court answered pegpatch Fast Freight Lines: to April, 1887, clerk Chi: em 
in the affirmative, pointing out that it is not the cago & Ohio River Pool; to February, 1890, rate and tariff ae 
amount of business that a tap line does or its origin clerk, general freight department, Louisville, New Albany tt 
that determines whether it is or is not a common ® Chicago Railway at Chicago, Ill.; to April, 1897, tariff 
‘ : , , , ; and percentage clerk, general freight department, Michi 
carrier, with the rights and obligations of such. gan Central Railroad at Chicago and Detroit, Mich.: to 
The court says it is the right of the public to et. 1, 1899, chief clerk, same department, at Detroit: “ 
demand service which decides whether the railroad » July 1, 1900, assistant general freight agent at Buffalo, ee 
is or is not a common carrier, and as such entitled N- ¥-; to Nov. 1, 1909, assistant general freight azent we 
to deal with another common carrier for a division ** "© ssn at Chleage; to Jam. -1, 1011, general freight or | 
: ; agent, Indiana Harbor Belt Railroad; to March 1, 1914, . 
of the through rates on business passing over the general freight agent, Chicago, Indiana & Southern and oe 
rails of the tap and trunk line in a thr ugh move- Indiana Harbor Belt railroads, and since March 1, |914 ” 
ment. he has held his present position. a 
rp 
SEATS FOR PASSENGERS 7 
ONE MORE CHANCE. Pennsylvania Railroad passenger trainmen have re or t 
There is only one more possibility of the U. S. Su- ceived instructions that whenever passenger coaches are of a 
preme Court’s disposing of the Intermountain case be- crowded, a member of the train crew must announce the 1 4 
fore next term. That will be June 22, on which day number of seats available in other coaches. Special at he 
it brings this term to an end. Nearly everybody ‘inter- tention is directed to this practice at the larger terminals, suffi 
ested in the intermountain case expected an opinion on where passengers are liable to be inconvenienced by the pose 


it June 15. 





congestion of travel. 
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CURRENT TOPICS IN WASHINGTON 


The Stock and Bonds Bill —Presi- 
dent Wilson’s insistence that Con- 
gress shall act on the so-called anti- 
trust bills before it adjourns adds 
interest to the stock and bonds Dill 
passed by the House, but which, it is 
now fairly certain, will not be passed 
by the Senate in the form in which 
it left the House. The state commis- 
sions, already made of comparatively 
small importance by court decisions, 

constitute the body of men, other than the owners of the 
common carriers, most directly concerned in the proposed 
legislation. When Congress has legislated on the subject of 
issues of stocks and bonds by carriers subject to the act, 
there will be only a small field left for the operations of 
these state bodies. When Congress acts on a given phase 
of the general subject of the regulation of railroads, state 
authorities are excluded. If regulating issues of stocks and 
ponds is regulation of commerce between the states, then 
Congress, under the Minnesota, Shreveport, New York 
hours of service, and Southern safety appliance decisions, 
by such legislation, would take complete control. The 
fact that they are state corporations is of no importance. 
The bill that would thus take away from the state com- 
missions the one great power they now possess was 
passed by the House without opposition worth mentioning. 
The interstate commerce committee of the Senate, under 
pressure from the White House, will report a bill fully 
as exclusive and drastic, it is believed. This power over 
issues of stocks and bonds is to be conferred in a new 
section, of the Act to regulate commerce. The new sec- 
tion would make it unlawful for any common carrier sub- 
ject to the act to issue any stock, bonds or other evidence 
of interest in or indebtedness of the carrier, without the 
consent of the Commission approving the issue as rea- 
sonably necessary or appropriate for the purposes 
stated, which must be “within its corporate powers and 
public interest, necessary or appropriate to the 
proper performance of its service for the public,’ and 
then only when and to the extent approved by the order 
of the Commission. “Nothing herein shall be construed 
to imply any guaranty or obligation as to such issues 
on the part of the United States” is the answer of the 
House of Representatives to the suggestion that approval 
of an issue would make the government responsible for 
it to those who invest. 


in the 


Still More of the Same.—But that is not all there is 
to that part of the railroad part of the anti-trust program. 
The bill also forbids interlocking directorates for common 
carriers, unless the Commission shall hold that such inter- 
locking directorate will not adversely affect any public 
or private interest. Another part of the bill would make 
it unlawful for any officer or director of any such car- 
rier to receive for his own benefit, directly or indirectly, 
any money or thing of value, in respect of the negotiation, 
hypothecation or sale of any security issued or to be issued 
by the carrier, or to share in any of the proceeds thereof, 
or to participate in the making or paying of any dividends 
of an operating carrier from any funds properly included 
in eapital account, or otherwise than from revenues of 
the carrier. The mere statement of the prohibitions is 
sufficient to indicate the character of the legislation pro- 
posed and the reasons therefor are obvious. It is in- 
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tended to prevent inside graft and the representation of 
one railroad on the board of directors of another, or the 
control by means of common directors of supposedly 
competing carriers. 


Making the Commission Omnipotent.—Lest the shipper 
and the man who has any sort of dealings with a common 
carrier subject to the Act to regulate commerce think 
that everything in the bill now before the Senate is aimed 
merely at the head of the railroad, it is well to state 
that there is something in the bill for the railroad supply 
man, or, in fact, any other person who has any financial 
dealing with a railroad. Section 20, it is proposed to 
amend, so that the Commission will have plenary power 
to examine at all times any sort of account, record, memo- 
randum or any other evidence of a financial transaction 
between a common carrier and (a) any carrier subject 
to this act; (b) any director, stockholder, officer, agent, 
attorney, employe, receiver, or operating trustee of said 
carrier; (c) any other person, persons, corporation, joint 
stock company, or corporate combination having, or hav- 
ing had, any financial transactions with or for said carrier. 
The Commission shall have authority to employ special 
agents or examiners, who shall have authority, under the 
order of the Commission, to inspect and examine, and 
take copies of any or all accounts, records, memoranda, 
correspondence, documents, papers and other writings to 
which the Commission has the right of access above pro- 
vided. It was a reading of that part of the bill that 
caused Senator Saulsbury to exclaim “horrible” and 
express astonishment that anything of the kind could 
be proposed in an English-speaking country in which live 
descendants of men who inserted in the constitution a 
prohibition against unreasonable search and_ seizure. 
Under the proposed addition to the Act to regulate com- 
merce, it is expressly provided that papers may be re- 
quired no matter what the date thereof. It is also 
expressly provided that an attorney must give up papers 
relating to financial transactions. 


How France Acquired One Road.—The French repub- 
lic started in to regulate the affairs of its railroads in the 
most recent acquisitions. It is too long a story to publish 
over non-profitable roads, the Western being one of the 
most recent acqiusitions. It is too long a story to publish 
here, but it was the government’s supervision of the 
financial transactions that started the enforced govern- 
ment ownership—of the unprofitable lines, which, as might 
be expected, have been loaded up with a larger working 
force than the Western ever had under private manage- 
ment. And when the railroad men go on strike the troops 
are called out, either to man the road or force employes 
to remain in their places. It is possible to go out and 
find men who have had much to do with the work of 
regulating railroads during the last fifteen or twenty 
years who will subscribe to the propositien that the rem- 
edy for the supposed looting of the New Haven, the 
Frisco and the issuance of passes to Kentucky legislators 
by the Louisville & Nashville and the refusal of one of 
the attorneys of that road to turn over his correspondence 
to the Commision, is much worse than the evils to be 
cured by this proposed legislation. A. E. H. 


LAKE SUPERIOR DEMURRAGE. 
The May statement of the Lake Superior Demurrage 


Total cars, 19,079; days, 23,472; percent- 
Cars, 27,945; 


Bureau shows: 
age, 1.23. For May, 1913, the figures were: 
days, 35,312; percentage, 1.26. 








ed 
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PHOSPHATE ROCK RATE 


CASE NO. 6138 (30 I. C. C., 494-497) 


MERIDIAN FERTILIZER FACTORY VS. LOUISVILLE & 
NASHVILLE RAILROAD CO. ET AL. 


Submitted Feb. 11, 1914. Decided May 4, 1914. 

Rate of $3.56 per net ton for the transportation of phosphate 
rock from Mount Pleasant and Centerville, Tenn., to Shreve- 
port, La., not found to be unreasonable or unduly preju- 
dicial. Complaint dismissed. 

George T. Atkins, Jr., for complainant. 

William Burger for Louisville & Nashville Railroad 
Co. 

R. Walton Moore and Frank W. Gwathney for Nash- 
ville, Chattanooga & St. Louis Railway; Alabama & Vicks- 
burg Railway Co., and others. 

Report of the Commission. 

By the Commission: 

Complainant is a corporation engaged in the manufac- 
ture and distribution of fertilizer, having its principal 
office at Meridian, Miss., and operating a plant at Shreve- 
port, La. By complaint, filed Sept. 25, 1913, as amended 
Nov. 26, 1913, it alleges that defendants’ rate of $3.56 per 
ton of 2,000 pounds for the transportation of phosphate 
rock from Mount Pleasant and Centerville, Tenn., to 
Shreveport, is. unreasonable, unjustly discriminatory, and 
in violation of section 4 of the Act. 

For a number of years complainant has maintained 
fertilizer manufacturing plants at Meridian and Hatties- 
burg, Miss. For the past six years it has maintained a 
mixing plant at Shreveport, receiving its acid phosphate 
from Meridian. Recently it has constructed a new plant 
at Shreveport. At this plant it is now proposed to man- 
ufacture acid phosphate by the usual process of combining 
phosphate rock and sulphuric acid. 

Phosphate rock is principally mined in Florida, South 
Carolina, and Tennessee. The rock mined in Tennessee 
was, at the time of the hearing, valued at from $3.25 to 
$4 per ton at the mine. Mount Pleasant and Centerville 
are local points on the lines of the Louisville & Nashville 
and Nashville, Chattanooga & St. Louis railroads, re- 
spectively. 

Complainant contends that a just and reasonable rate 
to apply on this traffic would be $3 per net ton. Its claim 
is based mainly upon a comparison with the rate of $3 
per net ton in effect at the time of filing the complaint on 
phosphate rock, acid phosphate, and fertilizer material 
from Nashville, Tenn., to Shreveport, and the rate of $2.43 
per gross ton, equivalent to $2.17 per net ton, on phos- 
phate rock from Mount Pleasant and Centerville to New 
Orleans, La. The witness for the Louisville & Nashville 
Railroad testified that no phosphate rock is mined at or 
shipped from Nashville and that the $3 rate from Nash- 
ville to Shreveport was established through error. Ef- 
fective Feb. 18, 1914, the carriers published from Nash- 
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ville to Shreveport rates of $3.56 on phosphate rock, $3.60 
on acid phosphate, and $4 on fertilizer material. 

Defendants state that the rates from Mount Pleasant 
and Centerville to New Orleans are unduly low, and were 
established in order to meet the rates effective on this 
traffic from Florida points to New Orleans via rail and 
water. It is said that phosphate rock is moved into 
Tampa, Fla., on short hauls at a rate of 50 cents per 
gross ton, and thence by water to New Orleans at a rate 
of $1.50 per gross ton. During the period from Dec. 1, 
1912, to Nov. 30, 1913, the Louisville & Nashville R. R. trans- 
ported from the Mount Pleasant district to New Orleans 
only 3,000 tons, while from Florida points to New Orleans 
approximately 28,000 tons were transported. It was testi- 
fied for the Nashville, Chattanooga & St. Louis Railway 
that it had not transported a shipment of this traffic from 
the Tennessee district to New Orleans under the present 
rate. 

The short-line distance from Mount Pleasant to Shreve- 
port is 588 miles, and the revenue per ton-mile under the 
$3.56 rate is 6.05 mills. On behalf of the Louisville & 
Nashville Railroad it is said that the routes ordinarily 
used from Mount Pleasant to Shreveport involve a haul 
of 639 miles via Birmingham, Ala., and 642 miles via 
Memphis, thus making the yield per ton-mile about 5.6 
mills. From Centerville to Shreveport the short-line dis- 
tance is 564 miles and the revenue per ton-mile 6.3 mills. 

The following statement was filed by complainant to 
show comparative rates on this traffic from Mount Pleasant 
to other destinations: 


Yield 

Distance, Rate per ton-mile 

From Mt. Pleasant, Tenn., to— miles. net ton mills 
I MEN 2 6 © old aia, beens ORs sides $3.56 6.05 
,. ctinns y dun awe'se nkeawe & 510 2.80 49 
oo a Vonbeees sts oe 2.68 1.19 
Gulfport, Miss. ..........-. ie 521 2.20 4 99 
Hattiesburg. Miss. ts aedem ico, 2.06 5.01 
Jackson, Miss. ....... isvues 422 2.06 +.88 
Laurel, Miss. Sine wth wee —— 2.06 5.39 
Mobile, Ala. ... oneal . 449 1.96 4.37 
ne eS SE ee . 58 2.17 6 
Pensacola, Fla. arate eokieale ‘inate nal 433 1.79 4.13 
EN ES cae sy 4 mde wee oe 608 3.35 5.51 


The following statement, filed by the witness for the 
Louisville & Nashville, is illustrative of the comparisons 
made by defendants in support of the reasonableness of 
the rate in question: 


Yield per 
Distance, Rate per ton-! 
From Mt. Pleasant, Tenn., to- miles. net ton nr 
588 
588 
ES LIES, d.nje 0 cca eslace ces 642 $3.56 
639 
From Centerville, Tenn., to 
ED, | 5 ov wa ccidcdcctosce see 510 3.70 
6S ee eee 599 3.72 
Jacksonville, Fla. ........ ae 4.59 
I, MRS cen o.cn:ka x ov cepa cN ee’ 602 3.88 
I MS ois 5 ve re%e os 6 wade es 0d 559 3.35 
As ile is tm edb hes 6 oe teddies 362 2.45 
ad, a i ope anon Wane wa.d 457 2.16 
SE ML, 5. cc ¢ ws coda bs 05 «0:8 328 2.98 l 
pO EE eee ee ee 449 3.00 6 
TUL isc <s.0 6 obese es eg deerees 435 2.80 


De PIS Sk be th vec cei Vee ees 457 3.30 
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Mi AGM a aid obs Soa oer wo cn e~s vise bie 450 2.80 6.2 
NN € We Saati nns he whe <a need oahu ot a 377 2.60 6.9 
Op Ges “ee 4 aa0's tnd <cRaecbweseese 447 2.60 5.8 
Rome Wide ko lich cs dak bes pes 321 2.45 7.6 
Rv aS BE ha. 5 doula» 6g Sls & fecha oe 231 2.23 9.7 
Cineigiete, ORE a des vic be kins Gila o wks 3871 2,23 6.7 
St. TG Se. $dir ches ona 0 < wd os 083s. we 344 2.50 8.1 


Defendants urge, and complainant concedes, that the 
tes to the Gulf ports shown in complainant’s compar- 
ns, are compelled by water competition from the Florida 
trict. Defendants further urge that the other points 

shown in complainant’s statement are located in close 
‘oximity to the South Carolina and Florida phosphate- 
ck mines and that the rates to such points are made in 
mpetition with rates from South Carolina and Florida. 
’n the other hand, complainant contends that at some of 
the points of comparison shown by defendants there are 
no mixing plants and that the distances used are in most 
nstances very much less than from Mount Pleasant and 
Centerville to Shreveport. 

In the case of International Agricultural Corporation 
vs. L. & N. R. R. Co., 22 I. C. C., 488 [The Traffic World, 
March 2, 1912, p. 399], we considered the rates on sul- 
phurie acid from Copperhill, Tenn., to points in North 
Carolina, South Carolina, Georgia and Florida, and es- 
tablished rates for the future. Among other rates we 
established one of $3.95 from Copperhill to Wilmington, 
N. C., for a distance substantially the same as from the 
points of origin here involved to Shreveport. In that case, 
it page 493, we said: 


The value of sulphuric acid at Copperhill is about the same 
s the value of phosphate rock in Tennessee or in Florida at 
the mine, and there is no apparent reason why substantially 
the same rate of transportation ought not to be applied. The 
loading of sulphuric acid is heavier than that of the rock, but, 
upon the other hand, the tank car always returns empty, while 
the box car in which the phosphate rock is transported may, 
and perhaps usually does, take a return load. 


Complainant offered testimony to show that it built 
its new plant at Shreveport upon the assurance from rep- 
resentatives of Shreveport carriers that a lower rate would 
be established fom the points of origin in question. The 
record is not clear on this matter, but even if the fact 
were established it would not in and of itself afford suf- 
ficient ground for finding the rate complained of to be 
inreasonable. Nor would it be material to this inquiry 
f it were established that such an agreement had been 
entered into between the parties to this proceeding. It 
loes not appear that the rate in question is violative of 
section 4 of the Act. 

Upon consideration of all the facts of record we are 
unable to find that the rate in question is unreasonable 
or unjustly discriminatory. The complaint must therefore 
be dismissed, and it will be so ordered. 


ORDER. 
It is ordered, That the complaint in this proceeding 
and it is hereby, dismissed. 


SWITCHING AT ARCADE, N. Y. 


!, AND S. NO, 341 (30 I. C. C., 501-504) 
Submitted April 13, 1914. Decided June 8, 1914. 
riff of respondent Buffalo, Attica & Arcade R. R. Co., which 
proposes to withdraw its switching charges on _ traffic 
handled by the Buffalo & Susquehanna Ry. Co. to and from 
industries on the line of respondent at Arcade, N. Y., 
ordered to be canceled. 


James O. Moore for Buffalo, Attica & Arcade Railroad 


W. A. Mackenzie for Merrell-Soule Co. 
Report of the Commission. 


HARLAN, Chairman: 
The tariff here under suspension cancels switching 
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rates. between industries located on the Buffalo, Attica & 
Arcade Railroad Co. in Arcade, in the state of New York, 
and a connection with the Buffalo & Susquehanna Railway 
in that village. The tariff now in effect provides for a 
charge of $3 per car for this service, which is absorbed 
by the Buffalo & Susquehanna. The cancellation of the 
switching tariff would leave no rates in effect between 
the industries affected and the Buffalo & Susquehanna 
Railway, and a protest was therefore made by certain 
shippers having direct connections with the tracks of the 
respondent. Of the protestants, the Merrell-Soule Co. 
alone appeared at the hearing. 

The Buffalo, Attica & Arcade Railroad is a short line 
wholly within the state of New York, and approximately 
29 miles in length. It extends from Attica through Arcade 
to a junction with the Pennsylvania Railroad about 1% 
miles beyond that point. At Attica it connects with the 
Erie Railroad, and, by means of that line, also connects 
with the New York Central lines. Through routes aid 
joint rates in connection with the Erie and the Pennsyl- 
vania are in effect to and from all points on the Buffalo, 
Attica & Arcade, thus affording shippers served by the 
respondent ample facilities for reaching all parts of the 
country. The same joint arrangement is in effect with 
the Buffalo & Susquehanna with respect to all points on 
the line of the respondent, except Arcade. On shipments 
to and from Arcade the respondent does not have a divi- 
sion of a joint rate, but receives from the Buffalo & Sus- 
quehanna only the switching charge which it now seeks 
to cancel. 

In justification of its proposed action, the respondent 
recites the history of the original establishment of the 
switching arrangement at Arcade, and, briefly, that history 
is as follows: 


The Buffalo, Attica & Arcade Railroad was in exist- 
ence many years prior to the building of the Buffalo & 
Susquehanna. The latter line was promoted and built by 
the “Goodyear interests,’ and in order to avoid heavy 
expenditures incident to the construction of an overhead 
crossing at Arcade, the same interests purchased outright 
the property of the Buffalo, Attica & Arcade and thereafter 
operated the two companies under one management. All 
the industries at Arcade were adjacent to the tracks of 
the Buffalo, Attica & Arcade, and to reach those industries 
the Buffalo & Susquehanna, through its control of the 
Buffalo, Attica & Arcade, established and put in effect a 
switching charge of $2 per car, thus subjecting, it is al- 
leged, the interests of the respondent to those of the larger 
company. When, in the year 1910, the Buffalo & Susque- 
hanna went into the hands of a receiver, the identity of 
the two roads was separated and shortly thereafter the 
Buffalo, Attica & Arcade succeeded in having the switch- 
ing rate increased to $3 per car. On July 1, 1913, the 
General Railways Co. secured a lease of the property with 
an option to purchase it, and immediately upon securing 
control the new management endeavored to persuade the 
officials of the Buffalo & Susquehanna to take action 
toward establishing through routes and joint rates to and 
from the industries at Arcade on a plan similar to that 
in effect in connection with the Pennsylvania Railroad, 
which provided for a division of the rate. It was pointed 
out that the Buffalo, Attica & Arcade was not a terminal 
railroad, that it was an independent line in active com- 
petition with the Buffalo & Susquehanna, and that it 
should not in fairness be required to give the use of its 
facilities at its most important and populous station to 
a competing company for a flat charge of $3 per car. No 
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reciprocal arrangement is here involved, and by the switch- 
ing tariff the Buffalo, Attica & Arcade is forced to deliver 
freight originating on its line in Arcade to the Buffalo 
& Susquehanna, and to receive freight from that line for 
delivery to the local industries, although, with the excep- 
tion of coal produced at mines located on the Buffalo & 
Susquehanna, referred to below, the freight could be as 
cheaply and expeditiously handled through the connections 
with the Erie & Pennsylvania railroads, and upon the 
basis of a division of the rate yielding it substantially 
larger revenues. 

The protest of the Merrell-Soule Co. is directed against 
the cancellation of the switching rate for the reason 
that the free transfer in Arcade of coal originating at 
mines on the Buffalo & Susquehanna in the state of Penn- 
sylvania will thus be eliminated. It is of record that the 
interests of the protestant will suffer in no wise from 
the withdrawal of the switching rate except on its ship- 
ments of coal, and the testimony was directed largely to 
that feature of the case. 


The position of the respondent, as expressed in its 
brief, is that it has no desire to sever connections with 
the Buffalo & Susquehanna but vigorously resents being 
used as a terminal for the Buffalo & Susquehanna and 
being deprived of its legitimate revenues by that company 
by reason of the advantages which the switching arrange- 
ment affords to it. The Buffalo & Susquehanna was not 
made a party to the proceeding and it did not appear at 
the hearing. 

An exhibit was introduced showing that the operations 
of the Buffalo, Attica & Arcade are conducted annually 
at a deficit, and it is urged that this condition is brought 
about largely through the operation of the switching ar- 
rangement which denies it the opportunity of participating 
in the incoming and outgoing traffic on the basis of a 
division of the rate. Reference is made to that portion 
of section 3 of the Act to regulate commerce which pro- 
vides that common carriers should not be required to 
give the use of their tracks or terminal facilities to other 
carriers engaged in like business, and it is shown that 
the present arrangement with the Buffalo & Susquehanna, 
which gives to that carrier an advantage in reaching the 
principal industries at Arcade which is not accorded to 
the Pennsylvania Railroad, was allowed only under the 
duress of a common interest controlling the two roads. 

It has been frequently recognized by the courts and 
by this Commission that the terminal facilities of a car- 
rier are of special value to it, and this fact may reason- 
ably be reflected in the amount of compensation derived 
from the use of those terminals by connecting lines. It 
is apparent that the real controversy here is one between 
carriers and involves the question as to what would con- 
stitute a reasonable return to the respondent for the use 
of its Arcade terminals by the Buffalo & Susquehanna, 
a matter in which the protestant is not at all interested. 
Although, as has been said, the latter carrier was not 
a party to this proceeding, its opposition to entering into 
any joint arrangement which would require it to shrink 
its revenue beyond the present amount of $3 a car is 
clearly defined of record. 

Upon full consideration of all the facts appearing of 
record we find nothing which to our mind justifies an 
increase in the charges to the shippers in Arcade such 
as would result from withdrawal of the application of 
the Arcade rates to and from the industries on the line 
of the respondent, and for that reason we cannot give 
our approval of the proposed tariff. We shall therefore 
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require the respondent to withdraw the tariff by which 
it proposes to cancel its switching charges on traffic han. 
dled by the Buffalo & Susquehanna to and from industries 
located on the line of the respondent at Arcade, thus 
requiring it to continue for the present the application 
of the Arcade rate to and from those industries. In 
taking this course we do not mean to be understood as 
now expressing the definite and final conclusion that the 
present Arcade rate is the proper rate for those indus- 
tries to pay; the real controversy, as heretofore indicated, 
is one of divisions as between the respondent and the 
Buffalo & Susquehanna. In our judgment that question 
ought not to be determined upon this record or in this 
manner. As a matter of fact, it cannot well be deter. 
mined except upon a record to which the Buffalo & Sus- 
quehanna is a party. The existing switching tariff, under 
all the circumstances, may not afford the Buffalo, Attica 
& Arcade the full measure of compensation to which it 
is entitled as against the Buffalo & Susquehanna Railway 
Co. It is not proper, however, to adopt a course that 
will put an extra burden upon the shippers while that 
controversy is being fought out by the carriers. -The 
record leaves us under the impression that the respondent 
is entitled to more revenue than it now gets on traffic 
handled to and from Arcade by the Buffalo & Susquehanna. 
That, however, is a question which cannot finally be 
determined on this record. We suggest a conference be 
tween the respondent and the Buffalo & Susquehanna with 
respect to this controversy, and in the event of their 
failure to reach an agreement the matter can be brought 
to our attention. For the present our order will go no 
further than to require the respondent to withdraw the 
tariff canceling the switching charges. 





ORDER. 

It is ordered, That the carriers respondent herein and 
designated in said tariff be, and they are hereby, notified 
and required to cancel on or before July 15, 1914, the 
rates, charges, regulations and practices stated in the 
schedules specified in said order of suspension. 


TOLEDO GRAIN CASE 


CASE NO. 5295 (30 I. C. C., 498-500) 


TOLEDO PRODUCE EXCHANGE VS. ANN ARBOR 
RAILROAD CO. ET AL. 
Submitted Nov. 20, 1913. Decided May 28, 1914. 


The schedule of rates required by the order in the original pro- 
ceeding, dated June 23, 1913, is superseded by a new sched- 
ule substantially agreed upon by the interested parties sub- 
sequent to a further hearing had on petitions of the carriers 


for modification of the order 


J. P. Muller for complainant. 

W. W. Collin for New York Central lines. 

L. E. Hinkle for Pittsburgh, Cincinnati, Chicago & St. 
Louis Railway Co. and Grand Rapids & Indiana Rail- 
way Co. 

M. R. Waite for Baltimore & Ohio Railroad Co. and 
Cincinnati, Hamilton & Dayton Railway Co. 

C. B. Sudborough for Vandalia Railroad Co. 

C. S. Stinson for Wabash Railroad Co. and its 
ceivers. 

R. P. Patterson for Pere Marquette Railroad Co. and 
its receivers. . 
Report of the Commission Upon Hearing for Modification 

of Order. 
MEYER, Commissioner: 
The questions involved in this matter were consid- 





er: 


mé¢ 
or 
tir 
thi 
Co 
be 
th 
an 
sic 
be 
be 


be 


int 
of 
po 


Ro: 
Ph 
Ba 


Bo: 


Ph 


bri 
of 
evi 








ted, 

the 
tion 
this 
ter- 
Sus- 
der 
tica 


pth) 


R 





une 20, 1914 TH 








red in a decision rendered on June 23, 1913, 27 I. C. C., 
36 [The Traffic World, July 19, 1913, p. 158]. The de- 
ision required the establishment, on statutory notice ef- 
ective Sept. 15, 1913, of rates from Toledo, Ohio, to New 
York, N. Y., in the ratio of 78 to 60—60 representing the 
Buffalo rates and 78 the Toledo rates—on ex-lake grain, 
domestic or.export, and on export grain and flour, with 
he established differentials in the rates to other des- 
inations. The report further suggested a revision of de- 
‘endants’ transit arrangements at Toledo in order to allow 
more free and full interchange of outbound shipments of 
erain among the lines reaching that point. 

Pursuant to representations to the effect that the prep- 
aration of the necessary tariffs could not be completed in 
time to file them within the 30 days’ notice required by 
law, an order was entered on Aug. 15, 1913, allowing the 
tariffs in question to be filed not later than September 
1, but not changing the effective date of the original order. 
The tariffs went into effect September 15. 

Meanwhile petitions were presented on behalf of sev- 
eral of the carriers defendant asking for a rehearing. The 
Commission, by an order of Oct. 6, 1913, granted a supple- 
mental hearing on the question of modification of the 
order. This hearing was held on Nov. 20, 1913, at which 
time both the complainant and the carriers presented fur- 
ther testimony. 

Subsequent to this hearing it was represented to the 
Commission that an amicable settlement of the case might 
be reached between the complainant and the carriers, on 
the basis of the new record, without briefs, oral argument, 
and a further formal decision on the part of the Commis- 
sion. We are advised that numerous conferences have 
been had between the interested parties and several have 
been held with the Commission. 

As a result of these conferences certain rates. have 
been agreed upon, and others have been acquiesced in. 
Neither party is entirely satisfied, but both parties have 
indicated their willingness to submit to an actual trial 
of the rates which are given below in cents per 100 
pounds: 


Ex-lake. All-rail-re- 
Rates from Local; Allother shipping; 
Toledo, O. all grain. Oats. grain. all grain. 
Domestic to— 
GET BEE Sdeededoucess 15% 14 13% 13% 
DEE cerecemadavdacad o ond 17% 15% 15% 15% 
i... Sree 13% 12% 12 11% 
PE . os 6 Vo wet onde a 12% 12 11 10% 
Export to— 
WEEE occcaceecn bes 12% 12 11% 11% 
EES ans » ire. sskdsawes 12% 12 11% 11% 
Philadelphia ............ 12% 11 10% 10% 
BAITS cc ciccsiccs wee SO 11 10 10 
Ex-lake. All-rail re- 
All-rail shipping; 
Local Products, reship- all prod- 
Rates from prod- Oats other ping all ucts ex- 
Toledo. O. ucts. products. grain. products. cept flour. 
Domestic to— 
New York ...... 16 14% 14 14 
RS i a ee 16 16 16 
Philadelphia .... 14 13 12% 12 
Baltimore ..... 13 12% 11% 11 
Export to— 
New York ...... 12% 12% 12 * 12 13 
ares" 12% 12% 12 * 12 13 
Philadelphia .... 12% 11% 11 * 11 11 
Baltimore ...... 12 11% 10% * 10 10 
* Flour only. 
Note 1. All grain rates subject to transit privileges of the 


several roads in central freight association territory over which 
the grain passes. 

Note 2. These reshipping rates from Toledo will apply on 
all grain and grain vrodvcts originating at points from which 
there are no through rates in effect, from point of origin to 
destination, via the route over which the grain must move. 

Note 3. Baltimore rates applv to Virginia cities. 

Both parties have expressly reserved the right to 
bring certain, or all, of the above rates to the attention 
of the Commission in a subsequent proceeding in the 


event that actual experience under them should prove to 
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be unsatisfacory. Under these circumstances, and with 
this understanding, the rates now in effect may be super- 
seded by those stated above. An order will be entered re- 
quiring the defendant carriers to file with the Commission 
new schedules incorporating the above rates as maxima 
effective Aug. 1, 1914. 

SUPPLEMENTAL ORDER. 


It is ordered, That the prior order herein, dated June 
23, 1913, be, and it is hereby, rescinded. 

it is further ordered, That the above-named defend- 
ants, according as they participate in the transportation, 
be, and they are hereby, notified and required to cease and 
desist, on or before Aug. 1, 1914, and for a period of not 
less than two years thereafter to abstain, from charging, 
demanding, collecting, or receiving for the transportation 
of local grain, ex-lake grain, all-rail reshipping grain, and 
their products, when for export or for domestic use, from 
Toledo, Ohio, to the below-named destinations, rates which 
exceed those prescribed in the next succeeding paragraph 
hereof. 

And it is further ordered, That said defendants, ac- 
cording as they participate in the transportation, be, and 
they are hereby, notified and required to establish, on or 
before Aug. 1, 1914, upon five days’ notice to the Inter- 
state Commerce Commission and to the general public by 
filing and posting in the manner prescribed in section 6 
of the act to regulate commerce, and for a period of not 
less than two years after the said Aug. 1, 1914, to main- 
tain and apply to the transportation of such grain and 
products from Toledo, Ohio, to below-named points, when 
for export or for domestic use, rates which shall not ex- 
ceed those named in the following table, to wit: 


Ex-lake. All-rail-re- 
Rates from Local; Allother shipping; 
Toledo, O. all grain. Oats. grain. all grain. 
Domestic to— 
i ES ee 15% 14 13% 13% 
Oe ee eee ee 17% 15% 15% 15% 
, ll” SEN 13% 12% 12 11% 
PE ns Si avee ChB oh<5 12% 12 11 10% 
Export to— 
DT ES «9 ks cdeodeaeé 12% 12 11% 11% 
pO NE Fe eae ae 12% 12 11% 11% 
PEED, comes cecepus 12% 11 10% 101, 
EE Fic ahica idence 12 11 10 10 
Ex-lake. All-rail re- 
All-rail shipping; 
Local Products, reship- all prod- 
Rates from prod- Oats other ping all ucts ex- 
Toledo, O. ucts. products. grain. products. cept flour. 
Domestic to— 
New York ...... 16 14% 14 14 
WOO. caknmecucn 38 16 16 16 
Philadelphia .... 14 13 12% 12 
Baltimore ..... 13 12% 11% 11 
Export to— 
New York ...... 12% 12% 12 * 12 13 
Be Pree: 12% 12% 12 * 12 13 
Philadelphia .... 12% 11% 11 * 11 11 
Baltimore ...... 12 11% 10% * 10 10 


* Flour only. 


COAL RATES FROM OAK HILLS, COLO. 


Il. AND S. NO. 344 (30 I. C. C., 505-509) 


Submitted April 2, 1914. Decided May 11, 1914. 

Proposed joint rates of the Denver & Salt Lake R. R. Co. and 

Chicago, Rock Island & Pacific Ry. Co., for the transporta- 

tion of bituminous coal from Oak Hills, Colo., to destina- 

tions on the line of the Rock Island found not to be justi- 

fied, and Walsenburg district basis of rates via the Rock 

Island to the same destinations ordered in lieu thereof. 

Albert L. Vogl and Carle Whitehead for Moffat Coal 
Co., Routt County Fuel Co. and other protestants. 

Tyson S. Dines and Tyson Dines, Jr., for Denver & 
Salt Lake Railroad Co. 

Wallace T. Hughes and W. F. Dickinson for Chicago, 


Rock Island & Pacific Railway Co. 
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Report of the Commission. 
HALL, Commissioner: 

Bituminous coal is mined at Oak Hills, Colo., a point 
on the main line of the Denver & Salt Lake Railroad Co., 
hereinafter called the Moffat road. The eastern terminus 
of that road is Denver, Colo.,,.which is one of the western 
termini of the Chicago, Rock Island & Pacific Railway 
Co., hereinafter called the Rock Island. Shipments of 
coal from Oak Hills to destinations on the line of the 
Rock Island in Kansas, Nebraska and Missouri were made 
on combination rates based on Denver until Aug. 18, 1913, 
when the first joint rates of the two roads on bituminous 
coal from Oak Hills to said destinations became effective. 
The joint rates showed substantial reductions from the 
previous combination rates. Shortly afterward the two 
roads filed and published a second joint tariff to become 
effective Nov. 25, 1913. This showed increases over rates 
in the first joint tariff. Bituminous coal operators at Oak 
Hills protested, and the second joint tariff was suspended 
by the Commission pending its investigation in this pro- 
ceeding. 

The tariff under suspension makes practically no 
changes in the rates from Oak Hills on lump coal. The 
proposed rates on nut coal include many reductions, a 
few increases, and some instances of no change. As to 
slack and mine run, the proposed rates, with few excep- 
tions, show as increases, and it is to these that the pro- 
tests are directed in the main. The basis in effect from 
the Walsenburg, Colo., district is followed in grouping 
the kinds of coal. The Walsenburg rates are in some 
instances higher on certain grades than the present Oak 
Hills rates to the same destinations, although in most 
cases the comparison shows the contrary result. 

In 1906 the Rock Island had published certain pro- 
portional rates from Denver, restricted to lignite coal 
originating at specified stations in northern Colorado. 
In 1909 these proportional rates were made applicable to 
the movement of bituminous coal, mine run and slack, 
from Denver, when originating at Oak Hills. In the first 
joint tariff, establishing the present rates, the Moffat road 
used these proportionals as divisions to be allowed the 
Rock Island out of the rates on mine run and slack coal. 
But on lump and nut coal the Rock Island was allowed 
for its haul east of Denver a higher division, being the 
Same revenue per ton-mile as it earns east of Pueblo, 
Colo., its other western terminus, on bituminous coal 
from the Walsenburg district to the same destinations. 
To complete the joint through rates on all grades of coal 
from Oak Hills the Moffat road added to the Rock Island 
divigions approximately the same revenue as it now re- 
ceives on coal from Oak Hills to Denver destined for 
points on the lines of the Union Pacific Railroad Co. and 
the Chicago, Burlington & Quincy Railroad Co. 

The following table shows a comparison of the pres- 
ent rates, the proposed rates, and the rates from the 
Walsenburg district, to representative destinations on the 
Rock Island, per net ton: 


Present rates from— Proposed 


rates from 


Walsenburg. Oak Hills. Oak Hills. 
. as 

= c - a a no 

. = se ° aS 

To— s ga gc gos 38 Su 

n ~ be = = D a 

te o ; = ~ Mo be ° 

~ sas © Gaga 2 &% 

5 Sa -a@ = $2E& 5 S68 

Az Oo NQ A © 4Z © 

Atchison, Kan. ...... $3.50 $3.75 $4.05 $4.05 $4.16 $3.95 $4.16 
Leavenworth, Kan. .. 3.50 3.75 4.05 4.05 4.16 3.95 4.16 
St. Joseph, Mo. .... 3.50 3.75 4.05 4.05 4.16 3.95 4.16 
Kansas City, Mo. ... 3.75 3.75 3.97 3.97 4.07 3.95 4.07 
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Murdock, Neb. ...... 3.75 3.75 3.65 4.06 4.17 4.17 4.17 
Fairbury, Neb. ...... 3.75 3.75 3.66 4.06 414 4.14 4.14 
Deshler, Neb. ....... 3.75 3.75 3.65 4.05 415 4.16 4.15 
Belleville, Kan. ...... 3.50 3.76 3.40 3.60 3.97 3.82 3.37 
Mankato, Kan. ...... 3.50 3.75 3.40 3.60 3.97 3.80 3.97 
Stuttgart, Kan. ...... 3.50 3.75 3.40 3.60 3.94 3.75 3.94 
Goodland, Kan, ...... 3.20 3.45 3.2 3.40 3.51 3.38 3.51 
Seibert,.Colo. ....... 3.20 3.25 3.00 3.20 3.25 3.25 3 
WEEE, CANO, cece eves 3.20 3.25 3.00 3.20 3.26 3.20 3. 
Arriba, Colo. ........ 3.20 3.25 323.98 3.18 3.25 3.20 3.2 
Bovina, Colo. ....... 3.2 3.25 2.95 3.15 3.25 3.20 3.: 
Game, Gam sicsccces 3.00 3.00 2.92 3.00 3,00 3.00 3.00 
Limon, Colo. ........ 2.75 3.75 32.7% 2.75 2.76 2.83 2.83 
Elwood, Kan. ....... 3.50 3.75 4.05 4.05 4.16 3.95 4.16 
Purcell, Kan. ........ 3.50 3.75 4.05 405 4.16 3.95 4.16 
Fairview, Kan. ...... 3.50 3.75 3.65 4.05 4.16 3.95 4.16 
Beatrice, Neb. ...... 3.75 3.75 3.65 4.05 4.15 4.15 4.15 
Topeka, Kan. ....... 3.50 3.75 3.50 3.97 404 3.95 4.04 
McFarland, Kan. .... 3.50 3.75 3.50 3.97 4.04 3.95 4.04 
Manhattan, Kan. .... 3.50 3.75 3.50 3.97 4.03 3.95 4.03 
Gut, TOs 6 cabo vice 3.50 3.75 3.5 3.97 4.00 3.95 4.0 
Dwight, Kan. ........ 3.50 3.75 3.89 4.08 4.08 3.89 4.08 


The record herein is somewhat unique. On behalf 
of the Rock Island we are advised that the extension, in 
1909, of the application of its proportional rates on lignite 
coal from Denver, to take in bituminous coal, was the 
act of an unauthorized clerk; that the maintenance of 
that extended application for four years was by inad 
vertence; that the Rock Island never intended to become 
a party to such joint rates as are now in effect, and so 
advised the Moffat road, because the Rock Island’s divi 
sions of such rates are not satisfactory; and that its 
approval of the present tariff was another act of insubordi 
nate clerks, who misunderstood their instructions. To al! 
of which the Moffat road answers that the joint rates 
were constructed in accordance with its understanding of 
the agreement, and that the tariff was regularly approved 
by the Rock Island. 

The protestants naturally take the position that dis 
putes between carriers over divisions should not be per- 
mitted to disturb the maintenance of reasonable rates 
They say that there is no good reason why the Walsenburg 
basis of rates should not apply from Oak Hills, and ask 
that the Commission’s order herein require the estab 
lishment of such rates. The Moffat road, in connection 
with the Union Pacific Railroad Co. and the Chicago, Bur- 
lington & Quincy Railroad Co., now carries that basis of 
rates from Oak. Hills to destination territory parallel to 
that of the Rock Island. It further appears that the pro 
posed rates, as well as the present rates from Oak Hills 
to four Colorado points on the Rock Island immediately 
east of Limon, Colo., are on its Walsenburg basis. These 
rates were voluntarily named by the Rock Island. It is 
at Limon that Oak Hills coal and Walsenburg coal meet 
on the way east, and from that point onward the Rock 
Island’s service on either is identical to the same des 
tination. Protestants argue that as the Walsenburg basis 
was voluntarily named from Oak Hills to four points im 
mediately east of Limon, it is entirely just to apply it to 
all points farther east, and they express willingness ‘0 
accept that basis, although it will involve some advances 
The Moffat road makes no objection to this Walsenburg 
basis, and offers to the Rock Island as its division of such 
rates the same amount now accepted by the Union Pacific 
and the Burlington out of similar rates. 

But the Rock Island vigorously asserts that it shou!d 
not be compelled to further continue the maintenance 
rates named as the result of error and misunderstandi! 2 
Equally vigorous is its insistence that this Commission 
under section 15, has no power in this proceeding to nai< 
Walsenburg rates from Oak Hills, and certainly not wh: 
the proposed rates are not “new” rates, but merely 3 
restatement of the present rates. Beyond this it conten 's 
that there are no facts of record which warrant the api 
cation of the Walsenburg rates from Oak Hills. It poi! 
out that the mileage from Oak Hills is greater than from 
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Valsenburg to Rock Island destinations, and that there 
re great operating difficulties on the Moffat road—greater, 

is claimed, than are met with by the carriers in the 
Valsenburg district. 

Under section 15, paragraph 1, of the act, the Com- 
\ission, on its own initiative, whenever it is of the opinion 
iat any rates demanded, charged or collected are in any 
vay unlawful, may enter upon an investigation, hold full 
earings and determine and prescribe just and reason- 
ible rates. Where new rates are filed the Commission, 
inder section 15, paragraph 2, is authorized by similar 
means to determine the propriety of such new rates and, 
pending such determination, to suspend the operation of 
the schedules stating such new rates. In connection with 
he latter hearing the statute casts upon the carrier the 
burden of justifying any increased rates. 


As has already been observed, the proposed rates 
include some increases over and some decreases under 
the present rates, while in other cases the proposed rates 
are the same as the present. The order herein shows 
plainly the intent of the Commission to enter upon a 
hearing concerning the propriety of.the increases and the 
lawfulness of the rates under suspension, and provides 
that the operation of all schedules contained in the pro- 
posed tariff be suspended. Clearly, when the proposed 
rates involve increases or decreases they are new rates, 
and as to them the Commission’s jurisdiction in this 
proceeding is full and complete by virtue of the second 
paragraph of section 15. If the rates in which no change 
is proposed be not new rates, then they are necessarily 
rates “demanded, charged, or collected,’ and their in- 
vestigation in this proceeding is proper under the first 
paragraph of section 15. And certainly there can be no 
doubt under the second paragraph of the Commission’s 
power to suspend in its entirety the schedule stating these 
rates, 


The Rock Island’s recital of errors, omissions, and 
misunderstandings does not convince this Commission that 
the proposed increases in rates are just. The record as 
a whole savors largely of a dispute over divisions, in- 
cident to a question of traffic policy, and the contention 
of the Rock Island that Walsenburg rates should not apply 
from Oak- Hills appears to be secondary to that dispute. 
It is true that to Rock Island destinations the haul from 
Oak Hills is greater than from Walsenburg. It is also 
true that the Moffat road suffers the disability of severe 
operating conditions. Whether such conditions are more 
severe than those in the Walsenburg district is a matter 
of dispute in this record. Certain it is that prior proceed- 
ings before this Commission have demonstrated that in 
many respects operating conditions in the Walsenburg 
district are similar to what this record shows to exist on 
the Moffat road. Other carriers, however, in connection 
with the Moffat road have named Walsenburg rates from 
Oak Hills into territory parallel with the Rock Island, 
and satisfactory divisions have been agreed upon. The 
record shows that Oak Hills coal and Walsenburg coal 
are competitive in this destination territory. The Rock 
Island itself, in the rates which it now proposes, names 
Walsenburg rates, and these are the same as the present 
rates, from Oak Hills to four destinations east of Limon. 
The importance of this fact, when brought out upon hear- 
ing, was immediately recognized, and the Rock Island rep- 
resentatives were invited to explain it. No explanation 
has been forthcoming. The Commission’s opinion is that 
if Walsenburg rates can be voluntarily applied by the Rock 
Island from Oak Hills to any point east of Limon there 
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is no good reason why such rates should not be applied 
to all points involved east of Limon. Indeed, if the dif- 
ferences in mileage and operating conditions favor Wal- 
senburg as against Oak Hills, and can be overlooked in 
the comparatively short hauls to points just to the east 
of Limon, they may far more easily be overlooked and 
equalized in rates named to destinations many miles to 
the east of Limon. 

The order in this case will require the cancellation of 
the proposed rates, and in lieu of the rates now in effect 
will require the establishment of rates from Oak Hills 
via the Moffat road and Denver to Rock Island destina- 
tions which shall equal the rates now in effect from the 
Walsenburg district via Pueblo and the Rock Island to 
the same destinations. It is the expectation of the Com- 
mission that the Moffat road and the Rock Island will be 
able to agree upon divisions of such rates. No opinion 
is expressed here as to the reasonableness of the divi- 
sions which the Rock Island asks east of Denver, nor of 
the divisions which the Moffat road offers to the Rock 
Island. 


ORDER. 

It is further ordered, That said respondents be, and 
they are hereby, notified and required to establish, on or 
before Sept. 1, 1914, upon notice to the Interstate Com- 
merce Commission and to the general public by not less 
than 30 days’ filing and posting in the manner prescribed 
in section 6 of the act tu regulate commerce, and for a 
period of not less than two years after said Sept. 1, 1914, 
to maintain and apply to the transportation of the traffic 
described in said schedules, from the points of origin to 
the points of destination named in the schedules covered 
by said orders of suspension, rates not in excess of those 
contemporaneously applicable from the Walsenburg, Colo., 
coal district, via Pueblo, Colo., and the line of the Chicago, 
Rock Island & Pacific Railway Co. to said points of des- 
tination. F 


RATES ON BANANAS 


|. AND S. NO. 311 (30 I. C. C., 510-523) 

RATES ON BANANAS FROM NEW ORLEANS, LA., 
GALVESTON, TEX., AND OTHER GULF PORTS TO 
TOPEKA, KAN., LINCOLN AND BEATRICE, NEB. 





CASE NO. 5207 
TOPEKA TRAFFIC ASSOCIATION VS. ALABAMA & 
VICKSBURG RAILWAY CO. ET AL. 





CASE NO. 6053 
WICHITA PRODUCE CO. ET AL. VS. ALABAMA & 
VICKSBURG RAILWAY CO. ET AL. 


Submitted Jan. 7, 1914. Decided June 8, 1914. 


In Topeka Traffic Assn, vs. A. & V. Ry. Co., 271. C. C., 428, the 
Commission held that the maintenance of higher rates by 
defendants for the transportation of bananas in carloads 
from New Orleans, La., and Galveston, Tex., to Topeka, 
Kan., than they contemporaneously maintained and charged 
to Lincoln and Beatrice, Neb., was unjustly discriminatory 
against Topeka, and defendants were required to remove 
the discrimination. To comply with the Commission’s order 
defendant’s proposed to increase the rates from the points 
named to~Lincoln and Beatrice. The proposed increased 
rates having been suspended and a general investigation 
having been made into the rates on bananas from Gulf ports 
to points in Nebraska and Kansas, Held: 

1. That carriers have not justified the proposed increased rates 
from New Orleans, La., and Galveston, Tex., to Lincoln and 
Beatrice, Neb., and that the schedules under suspension 
should bé -canceled. 

2. That the rate from New Orleans to Topeka, Kan., should not 
exceed the rate from New Orleans to Kansas City, Mo., by 
more than 8c per 100 pounds, and should not be higher 
than the rate contemporaneously charged from New Or- 
leans to Lincoln or Beatrice, Neb. 














1246 





3. That the rates from New Orleans to Hutchinson and Wichita, 
Kan., should not exceed the rate contemporaneously in ef- 
fect from New Orleans to Topeka. 


Frank W. Gwathmey, R. Walton Moore and M. Carter 
Hall for Illinois Central Railroad Co.; New Orleans & 
Northeastern Railroad Co., and other carriers. 

J. W. Allen for Missouri, Kansas & Texas Railway 
Co., and Missouri, Kansas & Texas Railway Co. of Texas. 

Fred G. Wright, Henry G. Herbel and Martin L. Clardy 
for Missouri Pacific Railway Co.; St. Louis, Iron Moun- 
tain & Southern Railway Co.; Texas & Pacific Railway 
Co., and International & Great Northern Railway Co. 

W. F. Dickinson and W. T. Hughes for Chicago, Rock 
Island & Pacific Railway Co.; Chicago, Rock Island & 
Gulf Railway Co.; Trinity & Brazos Valley Railway Co., 
and St. Paul & Kansas City Short Line Railroad Co. 

T. J. Norton, D. L. Meyers and J. R. Koontz for Atchi- 
son, Topeka & Santa Fe Railway Co. 

Fred H. Wood and Thomas Bond for St. Louis & San 
Francisco Railroad Co. 

H. A. Scandrett and James G. Wilson for Morgan’s 
Louisiana & Texas Railroad & Steamship Co.; Louisiana 
Western Railroad Co., and others. 

U. G. Powell for Nebraska State Railway Commission. 

Walter S. Whitten for Lincoln Commercial Club. 

A. M. Conners for Commercial Club of Grand Island, 
Neb. 

Robert Pease and Morgan. Freshman 
Neb., Commercial Club. 

E. H. Hogueland and Roscoe Hambric 
and Hutchinson produce companies. 

H. T. Driscoll for Topeka Traffic Association. 


for Beatrice, 


for Wichita 


Report of the Commission. 
BY THE COMMISSION: 

These cases involve rates on bananas in carloads 
from New Orleans, La., and Galveston, Tex., to points in 
Kansas and Nebraska, all such rates being stated in cents 
per 100 pounds. 

In Topeka Traffic Assn. vs. A. & V. Ry. Co., 27 
I. C. C., 428 [Traffic World, July 5, 1913, p. 24], defendants’ 
rates of 70 and 80 cents to Topeka, Kan., on bananas in 
carloads from Galveston and New Orleans, respectively, 
were alleged to be unreasonable and unduly discriminatory, 
as compared with competitive points. We held that the 
rates in question were unjustly discriminatory, to the 
extent that they exceeded the rates contemporaneously 
applied on like traffic from Galveston and New Orleans to 
Lincoln or Beatrice, Neb., and ordered that the discrimi- 
nation be removed. 


By tariffs filed to become effective Sept. 15, 1913, 
defendants sought to comply with our order to cease and 
desist from such discrimination by increasing the Lincoln 
and Beatrice rates from New Orleans and Galveston to 
the Topeka basis. The Nebraska state railway com- 
mission and shippers in Nebraska protested the increased 
rates and the tariffs were suspended by us, pending an 
investigation, to July 13, 1914. This proceeding is now 
Investigation and Suspension Docket No. 311. 

On Sept. 11, 1913, the date cf the above suspension, 
we vacated and set aside our order in Topeka Traffic 
Assn. vs. A. & V. Ry. Co., supra, and reopened that case 
for further hearing, particularly with reference to the 
rates on bananas from New Orleans and Galveston to 
7T peka, Kan., Kansas City, Mo., Omaha, Lincoln and 
Beatrice, Neb., and to the proper adjustment of such rates 
between said destinations. 

On June 16, 1913, a petition was filed, on behalf of 
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fruit jobbers at Wichita and Hutchinson, Kan., in which 
it is alleged that the rates to those points from bot 

Galveston and New Orleans are unjust, unreasonable and 
unduly prejudicial. Wichita and Hutchinson enjoy t! 

same rates as Topeka, namely, 80 cents from New Orlea! 

and 70 cents from Galveston. 

These three cases and fourth section applications No 
639 and 2176, in so far as the latter are applicable to th 
rates here involved, were heard together, and all will b: 
disposed of in this report except the fourth section appli 
cations, which will be dealt with in our report on th 
general sitaution. 

New Orleans is the axis on which the banana rates 
from other Gulf ports turn, and it is proper to consider 
first the rates from that port before taking up the rate 
from Galveston, which are certain differentials over or 
under the New Orleans rates, depending on the destination 
of the traffic. The rates in question are specific rates 
and somewhat lower than third class rating in Western 
Classification which would otherwise apply. The rates 
and distances, via the routes of movement, from New 
Crleans to the points involved, are shown in the table 
below, which will also show the third class rates, and the 
percentage the banana rates are of the third class rate 

Commodit 





rate is 
Third per cent 
From New Orleans Commod- class of third 


to— Distance. ity rate. rate. class rate 
eS he: a | eee 879 63 65 96.9 
es SE bp aewcsaventdes 947 &0 S4 95.2 
Hutchinson, Man. .......... 1,009 80 104 76.9 
po OO ae 961 80 104 76.9 
Ce EN “Gdccccsccveses> 1,073 67 69 97 


pees a ere 1,087 71 73 97 
a ae 1,076 71 93 76 


In attempting to justify the proposed increased rates 
involved in Investigation and Suspension Docket No. 311 
defendants contend that our order gave them the optio: 
of either increasing the rates to Lincoln and Beatrice or 
reducing the rate to Topeka. They advanced the rates 
to the Nebraska points and argue in justification of their 
course that it has been affirmatively established beyond 
question by former decisions that the present rate fron 
New Orleans to Topeka is just and reasonable for the 
service performed. In support of that contention the 
cite Topeka Banana Dealers’ Assn. vs. St. L. & S. F 
R. R. Co., 13 I. C. C. 620, decided in 1908, and Topeka Traf 
fic Assn. vs. A. & V. Ry. Co., supra, and other decisions in 
volving rates on bananas in the Southwest. 

At the hearing in the instant cases defendants stated 
that their justification of the proposed increased rate: 
to Lincoln and Beatrice would practically depend on the 
evidence introduced in defense of the formal complaints 
and their defense in these three cases has been introduced 
as a whole. In view of this situation we will first con 
sider the reasonableness of the present rate of 80 cents 
from New Orleans to Topeka and thereafter we will con 
sider the Lincoln and Beatrice situation and the Hutch 
inson and Wichita complaint. 

It appearing that our decisions in the former Topek: 
cases have been interpreted by defendants as an affirn 
ative finding that the present rate from New Orleans t: 
Topeka is reasonable, it is necessary that we make 
brief statement of the facts in those cases and our con 
clusions therein, so far as they relate to the instant 
question. In the Topeka Banana Dealers’ Assn. case 
supra, one of the issues was the relative reasonablenes: 
of the rates from New Orleans and Mobile to Kansas 
City, Mo., Topeka, Iola, Parsons and Hutchinson, Kan. 
as compared with rates from those ports to Chicago, IJ). 
St. Louis, Mo., Burlington, Ia., and other points. 
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There was very little testimony introduced in the 
ecord of the case last cited tending to show that the 
ates to the Kansas points were relatively unreasonable 
is compared with each other or as compared with the 
rates to Kansas City. The issues were practically re- 
olved into one of relative reasonableness of the Kansas 
City rate as compared with the rate to Chicago, St. Louis 
ind other points. In our conclusion we held that the rate 
to Kansas City was not unreasonable as compared with 
the rates to Chicago and the other points involved. 


In Topeka Traffic Assn. vs. A. & V. Ry. Co., supra, the 
reasonableness and alleged unduly discriminatory char- 
icter of the rates from both New Orleans and Galveston 
to Topeka were put in issue, but the real substance of 
the complaint was that the rates were unduly prejudicial 
and relatively unreasonable. While it is true that we 
did not find the Topeka rates to be unreasonable per se, 
we did find that they were relatively unreasonable, and 
we are unable to agree with defendants’ interpretation of 
our findings in that case. Since that case has been re- 
opened for further hearing new evidence has been intro- 
duced, and we come, therefore, to a reconsideration of 
the question of the reasonableness of the rate from New 
Orleans to Topeka in the light of the additional evidence 
adduced, for upon the proof of its reasonableness depends, 
in part, the justification of the proposed increased rates 
to Lincoln and Beatrice and, to a certain extent, the 
relative reasonableness of the present rates to Wichita 
and Hutchinson. 


Rates From New Orleans to Topeka. 


Topeka is 947 miles from New Orleans via the Illinois 
Central to Memphis; St. Louis & San Francisco, herein- 
after referred to as the Frisco, to Kansas City, and the 
Chicago, Rock Island & Pacific, hereinafter referred to as 
the Rock Island, beyond, and the banana traffic chiefly 
moves via this route. In addition to the Rock Island, the 
Union Pacific; Atchison, Topeka & Santa Fe, and Missouri 
Pacific railroads reach Topeka. Prior to 1902 the rate 
from New Orleans to Topeka was 82 cents, based on the 
commodity rate of 63 cents to Kansas City and the local 
rate of 19 cents beyond. The rate to Hutchinson and 
Wichita at that time was 95 cents. In that year the 
Frisco first reduced the New Orleans-Wichita rate to 80 
cents, following which Topeka and Hutchinson were put 
upon the same basis by defendants. The distances from, 
and the relative situation of Topeka to, other Kansas 
and Missouri jobbing points are stated in our former 
report. While it was contended by the Topeka jobbers 
in the original proceeding that they compete with Lincoln 
and Beatrice, this is specifically denied by the Nebraska 
jobbers, who assert that if there is any competition with 
the Topeka jobber, it is negligible and restricted to the 
extreme northeastern part of Kansas. 


Dealers at Topeka received from New Orleans ap- 
proximately 200 cars of bananas annually, which are 
jobbed in small quantities, and they testify that they can 
compete with jobbers located at other points in Kansas 
and at Kansas City only in a very limited zone; that 
this zone extends north about 80 miles to Marysville, 
Kan., on the south 34 miles to Osage City, Kan., and on 
the west 97 miles to Morganville, Kan., and includes 
only one point east of Topeka; that bananas are a staple 
commodity with a wholesale fruit dealer, and a dealer 
who is unable to supply his customers with bananas will 
not ordinarily be able to secure orders for other: fruits 
and vegetables; that to meet other jobbers’ prices they 
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must equalize the differences in rates, and the banana 
business with most of the jobbers is conducted at a loss. 


Topeka dealers complain of Wichita and Hutchinson 
competition; Wichita and Hutchinson complain of Topeka, 
and all three points complain of Kansas City competition. 
Defendants contend that the evidence of protestants and 
complainants in these formal cases is directed to alleged 
jobbing disabilities and disadvantages. They argue that 
the testimony plainly shows that the jobbing situation is 
controlled principally by the adjustment of local outbound 
rates from jobbing points; that in actual practice bananas 
are distributed and sold in “substantial disregard of the 
transportation charges whatever they may be,” and that 
Topeka jobbers cannot consistently lay to the door of 
Kansas City competition a loss in conducting their banana 
business, when it is undisputed that in the total freight 
cost to interior country destinations, Topeka enjoys an 
actual advantage over Kansas City of 3 cents per 100 
pounds to practically all points west of Topeka. Regard- 
less of whether the jobbing sitaution is controlled by out- 
bound rates from jobbing points, we think that fact is 
no justification for depriving any locality of just and 
reasonable inbound rates. While it is true that to prac- 
tically all points west of Topeka its jobbers have an 
advantage in the rate of 3 cents per 100 pounds over 
Kansas City, it appears of record that Topeka has very 
little advantage, if any, to the territory east of it. 


The 63-cent rate to Kansas City was established so 
long ago that it antedates the records of defendants, and 
its history is unknown to witnesses who testified for the 
carriers. As was said in our former report in the Topeka 
Traffic Assn. case: 


We think it clear that the rate on bananas from New Or- 
leans to Kansas City is not materially influenced by the rate 
through Baltimore nor is it in any proper sense compelled by 
water competition. The rate to Kansas City results from the 
competition through the ports of Mobile, New Orleans and Gal- 
veston, and the lines leading therefrom, most of whom are de- 
fendants in this case, have a controlling voice in the making 
of those rates. 

It is not contended that the rates to Kansas City 
are less than remunerative, and the fact that they have 
been so long maintained and that the volume of traffic has 
increased in recent years, raises a strong presumption 
that they are reasonable and profitable to the carriers; 
certainly from the facts before us on the present record, 
the carriers could not justify a rate higher than the pres- 


ent third class rate from New Orleans to Kansas City. 


Bananas are handled now in substantially the same 
manner as in 1908. Our report in the Topeka Banana 
Dealers’ Association case sets out the situation fully in 
that regard, and it will not be necessary to reiterate the 
different services described therein. At that time, how- 
ever, bananas moved in ventilated refrigerator cars with- 
out icing. The United Fruit Co., principal importer of 
bananas to this country, discovered that, in the summer 
months at least, this method of transportation did not 
keep the fruit in the best condition, and for the past two 
years the greater number of cars shipped have been iced. 
The record is not clear, however, as to who pays for this 
icing. In 1908 a trainload of bananas averaged from 25 
to 30 cars. At the present time it will average from 30 
to 35 cars, but defendants state that this average is de- 
creased by about three cars, when the bananas are iced, 
as from 3 to 5 tons of ice in each car increases the gross 
weight to that extent. Also that the icing causes addi- 
tional expense in the nature of extra switching and train 
delays. On the other hand, Topeka dealers allege that 
the schedule from New Orleans has been lengthened by 
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practically 24 hours. Formerly cars would arrive on the 
third day; now four days are required. 


The Illinois Central and New Orleans & Northeastern 
move about 90 per cent of the banana traffic from New 
Orleans. During the year ending June 30, 1912, the Illinois 
Central hauled 17,789 carloads, while in the year ended 
Sept. 30, 1913, the New Orleans & Northeastern handled 
10,040 cars. The Illinois Central owns 2,900 refrigerator 
cars exclusively engaged in this service and has 500 more 
under construction. It alleges that in 1908 thése cars 
cost about $1,000 each, but that the new ones under con- 
struction cost $1,575. The New Orleans & Northeastern 
does not own the refrigerator cars used in its banana 
traffic, but, in connection with the Mobile & Ohio, has 
an arrangement with the Armour car lines whereby that 
company allots to the New Orleans & Northeastern 1,500 
cars at a compensation of 55 cents per car per day while 
the cars are on its lines. When cars are not on its lines 
the Armour car lines collect car mileage from the roads 
handling the car. If defendant finds it necessary to use 
more cars than the allotted number, it pays for the addi- 
tional cars a mileage of three-fourths of a cent a mile. 
Since 1908 the facilities of the Illinois Central for loading 
have been increased by the addition of three tracks, their 
loading capacity now being 50 cars at one time. 


Carriers urge that the banana traffic is subject to 
certain special expenses at the port. A statement filed 
by the Illinois Central of such extra expenses at New 
Orleans is typical of like expenses incurred by the New 
Orleans & Northeastern. The Illinois Central statement 
sets up the following items of extraordinary expenses per 
car: 


Interest on investment .... wa da dae Se 
ion S's idibny pales ge e'o't SEpobiecvnesdbeey Gune 
Wharfage . eddcs obdlwekaals aaxpedcboes ds Gee 
False floors . 
Cleaning docks .......... are vbows 
Slatting cars auieee ; Pape s oeh ob we .60 
Clerical hire d 
Weighing . 


ES Wa eRe secu tales dese 6 os ee evad geresal $21.77 


In addition defendant sets up a mileage charge on 
the cars to destination and return at the rate of 1 cent 
per mile for the entire distance. For example: To Kan- 
sas City, a distance of 879 miles, it sets up mileage of 
$17.58; to Topeka, 946 miles, $18.92, making a total special 
cost to carriers on a car moving to Kansas City $39.35 
and to Topeka $40.69. After analyzing the above state- 
ment we are not convinced that all the items of expenses 
alleged as extra cost are properly chargeable as such, 
because, aS was said in the Topeka Banana Dealers’ case, 
many of them are for services which must necessarily 
be given to any freight of a perishable nature handled 
in large quantities, and most of them are services re- 
quired as to all freight. Moreover, some of the items 
are apparently too high and others are not properly 
chargeable as special costs; a brief discussion of some of 
them will be useful at this point. ‘ 


The first item, “interest on investment, $5.06,” is 
taken from the statement originally submitted by de- 
fendants in the Topeka Banana Dealers’ case, and is based 
upon the total expense for that year divided by the total 
number of cars handled for the same period, namely, 
13,000. Assuming, therefore, as in view of the evidence 
we must, that the items set up at the time of the former 
ease are substantially the same now, the item of interest 
on investment should be divided by the number of cars 
moving during the past year to determine the present 
allocation of cost per car. If we take the number of cars 
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handled by the Illinois Central in the year ending Jun: 
30, 1912, namely, 17,789, the allocated cost per car wil 
be much less than in 1908. 

Much trouble was experienced at the hearing in ascer 
taining precisely what the loading charge cf $6 per ca! 
covered, as defendants’ witnesses were not informed 
Affidavits have been filed of record, however, which show 
that it is an allowance paid consignor on traffic destined 
to competitive points for services of laborers in the hold 
of the vessel who load the bananas on an endless con 
veyor which operates from the hold of the vessel and 
conveys the bananas to a table upon the wharf, wher: 
they are picked up by other laborers and carried to th¢« 
ear door, where they are in turn handled by other laborers 
inside the car, who do the stowing. Defendant Illinois 
Central contends, however, that its rates apply from ship- 
side and that its service begins after the bananas are 
unloaded on the wharves. It is shown that the averag« 
vessel carries about 100 carloads of bananas, and they 
can be loaded at the rate of 10 cars per hour. 

Cars for banana traffic must be equipped with false 
floors, which are an essential part of the equipment re- 
quired to transport bananas. The charges for false floors 
were estimated in 1908 at $5 per car, but the [Illinois 
Central now states that the actual cost of equipping a 
car with false floors is about $9. The same floors can 
be used a number of times, but carriers experience diffi 
culty in having all of them returned. One witness testi 
fied that only about 65 per cent are returned. Defendants 
have attempted to levy charges against other carriers for 
the false floors when removed from and not returned in 
cars from foreign lines, but it appears that this collection 
has not been enforced. We think it unfair to charge even 
so large a proportion of the cost of a new false floor to 
every car of bananas moving from New Orleans. 

The wharfage charge is now $4 per ear, and there 
is presumably some increase in the amount invested in 
terminal facilities due to the laying of the additional 
tracks mentioned. The increase in the wharfage charge 
is negligible, and the added increase in the investment 
in the terminal facilities, although not stated of record, 
is probably not great in amount by comparison with the 
original investment. 


The evidence shows that a certain per cent of the 
refrigerator cars are returned under load, and, further 
that when off the lines of the Illinois Central, carriers 
using cars pay to that company 1 cent a mile rental 
whether loaded or empty. Assuming, without finding, that 
refrigerator service involves a special extra cost to the 
banana traffic, it is not proper to set up as an item of 
expense mileage on the car both ways without crediting 
the mileage earned on cars returned under load. 


Whatever extraordinary cost can reasonably be at 
tributed to the banana traffic at the port of New Orleans 
applies regardless of destination, and therefore the special 
eost On a car destined to Topeka would be the same as 
on a car destined to Kansas City or Nebraska points, and 
it is not necessary in arriving at a proper conclusion in 
this case to determine just what special costs defendants 
may have to bear on account of this traffic to Topeka. 


Coming now to the question of divisions. In our 
former report in the Topeka Traffic Association case we 
stated that the record did not show how the rates to the 
points involved were divided, but we now have before us 
upon the further hearing carriers’ division sheets of the 
rates from New Orleans to Lincoln, Topeka, Hutchinson 
and Kansas City. The 63-cent rate to Kansas City, after 
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ieducting 1.5 cents for wharfage charge, divides as fol- 
ows: To Memphis, 26.8 cents; beyond, 34.7 cents. 

The 80-cent rate to Topeka, after deducting wharfage 
harge, divides: To Memphis, 25.9 cents; to Kansas City, 
3.6 cents; and the full local third class rate of 19 cents be- 
ond. To Hutchinson the 80-cent rate divides, after de- 
jucting the wharfage charge: To Memphis, 20 cents; to 
Kansas City, 26.5 cents; beyond, 32 cents, which is 18 
ents lesg than the full local third class rate. The Lin- 
‘oln 7i-cent rate, after deducting the wharfage charge, 

To Memphis, 20.7 cents; to Kansas City, 27.3 
beyond, 21.5 cents, for a haul of practically 200 


livides: 
cents; 
miles. 

From the above it will be seen that the lines west 
f Kansas City receive their local only on traffic destined 
to Topeka. This is 19 cents for a haul of 67 miles, yield- 
ing per-ton-mile revenue of 5.67 cents, as compared with 
a revenue of 1.35 cents per ton-mile for the lines east of 
Kansas City. The lines beyond Kansas City on business 
to Lincoln, which involves a haul of practicalty 200 miles, 
receive a division of 21.5 cents, which yields a per-ton-mile 
revenue of 2.15 cents, as compared to 5.67 cents’ to the 
lines west of Kansas City on Topeka business. 

Upon consideration of all the facts of record in this 
proceeding and giving due weight to the rate adjustment 
in the territory here involved, we are convinced that the 
rate to Topeka does not bear a reasonable relationship 
with other competitive points in that locality, particularly 
with relation to Kansas City. We are of the opinion and 
find that for the future the rate on bananas in carloads 
from New Orleans to Topeka should not exceed the rate 
to Kansas City by more than 8 cents per 100 pounds, and 
should not be higher than the rate charged from New 
Orleans to Lincoln and Beatrice. 

Proposed Increased Rates to Lincoln and Beatrice. 

The present 71-cent rate on bananas from New Or- 
leans to Lincoln is based on the third class differential 
of 4 cents over the Omaha rate, which is in turn the 
third class differential of 4 cents over Kansas City. For 
a number of years the differential, Lincoln over Omaha, 
on business from eastern points has been 5 cents on 
classes 1 and 2, 4 cents on classes 3 and 4, and 3 cents 
upon the remaining classes. This adjustment from east- 
ern points as well as St. Louis was approved by us as 
early as 1888 in the case of Lincoln Board of Trade vs. 
M. P. Ry. Co., 2 IL. C. C., 155. In Lincoln Commercial Club 
vs. C., R. I. & P. Ry. Co., 13 I. C. C., 319, we considered 
whether these same differentials, Lincoln over Omaha, 
might be properly charged on commodities moving from 
points of origin in Kansas and territory south and west 
of the Mississippi River. There were about ten com- 
modities under consideration in that case, and on all but 
two of them we refused to allow higher rates to Lincoln 
than to Omaha from the points of origin involved. The 
question of the relative adjustment from New Orleans to 
Lincoln and Omaha, however, has never been passed upon 
by us, but the carriers apply the same third class differ- 
entials, Lincoln over Omaha, as from eastern points and 
St. Louis. 

In the instant case we have carriers proposing to 
increase the rate on bananas to Lincoln and Beatrice from 
71 cents to 80 cents. The increase will exceed the third 
class rate from New Orleans to Lincoln by 7 cents per 
100 pounds. The Omaha rate remains at 67 cents, thus 
increasing the differential, Lincoln over Omaha, on busi- 
ness originating at New Orleans to 13 cents. Lincoln 


is situated about 55 miles west of Omaha and about 50 
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miles west of the Missouri River by direct line. It is 
alleged by protestants that all the jobbing points in Ne- 
braska are equalized as to rates. Whatever advantage 
one point may have on inbound freight is offset by a 
difference in outbound rates to distributing points, and 
this is designed to place Nebraska jobbers upon a sub- 
stantially equal basis in the combination of inbound and 
outbound rates. They allege that to increase their pres- 
ent differential over Omaha by 9 cents per 100 pounds 
would @@mpletely destroy their banana business and un- 
duly discriminate against them in favor of jobbers at 
Omaha and other points. It is shown that in 1912 dealers 
at Lincoln handled 437 cars of bananas. 

Respondents contend that the 13-cent differential, Lin- 
coln over Omaha, will not be unreasonable as compared 
with the difference in the class rates between Kansas 
City and Topeka created by the Commission’s order in 
State of Kansas vs. A., T. & S. F. Ry. Co., 27 I. C. C., 673. 
[The Traffic World, July 26, 1913, p. 209.] In that case 
we prescribed reasonable maximum class rates on traffic 
from St. Louis to interior Kansas points. The third class 
rate to Topeka found reasonable by us exceeds the third 
class Kansas City rate by 14 cents. The Omaha-Lincoln 
situation is substantially different, however. The com- 
parison is not persuasive; furthermore, respondents admit 
that if this 80-cent rate is allowed to go into effect at 
Lincoln and Beatrice further adjustment should be made 
at Nebraska points so as to remove discriminations caused 
by lower rates, and ask for an alternative order if we 
approve of this proposed increase to Lincoln and Beatrice. 
It is intimated that the rate to Omaha might be increased. 
We cannot see the justification for increasing the rates 
which have so long been established and which are not 
claimed to be unremunerative simply to remove a dis- 
crimination caused by advancing rates at competitive 
points. As stated in the first part of this report, carriers’ 
evidence has been directed chiefly in support of their 
contention that the present rate to Topeka is reasonable, 
but there is no evidence of record nor do carriers seri- 
ously contend that the present rates to Lincoln and 
Beatrice are unremunerative. Indeed, considering that 
traffic has moved for over twenty years on the present 
rates, and that no changed circumstances and conditions 
are shown or even urged, we do not think that they are 
in a position to contend that the Lincoln and Beatrice 
rates are unreasonably low. Upon all the facts and cir- 
cumstances of record we hold that carriers have not sus- 
tained the burden of proof cast upon them by the statute 
to show that the increased rates are just and reasonable. 


Rates to Hutchinson and Wichita. 


Wichita is 961 miles and Hutchinson 1,009 miles from 
New Orleans via the route the banana traffic moves. 
This route is not through Topeka. To Wichita the carrier 
west of Memphis is the Frisco via Springfield, Mo. To 
Hutchinson the carriers are the same as to Wichita, but 
the Frisco carries the traffic through Wichita to Burrton, 
Kan., where the Santa Fe takes it to Hutchinson, 14 
miles distant. Both points are served by several trunk 
lines. 

Dealers at Wichita handle about 200 cars of bananas 
annually, and at Hutchinson about 110 cars, but about 60 
per cent of the total number at both points come through 
the port of Galveston. These complainants allege that 
they are in competition with dealers at Kansas City, 
Topeka and other points. Wichita interests particularly 
contend that the rate of 73 cents from New Orleans to 
Independence, Kan., and Enid and Oklahoma City, Okla., 
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with which points they are in competition, is unduly dis- 
criminatory; and tbat the service from New Orleans has 
been lengthened. Prior to June, 1911, cars arrived at 
Hutchinson and Wichita on the third or fourth day, and 
they now arrive on the fourth or fifth day. Further, that 
while it is true that the banana traffic from New Orleans 
to Springfield is given special train service, from Spring- 
field to Hutchinson and Wichita the banana cars are 
handled on regular freight trains which run regardless 
of the banana traffic. far 

As explained in the first part of this report, the 
Wichita and Hutchinsom rate from New Orleans was re- 
duced in 1902 from 95 cents to the present basis. De- 
fendants contend that with this substantial reduction and 
under the existing adjustment the banana business at 
those points has been developed and that those places 
already secure most of their bananas from Galveston and 
not from New Orleans, which rate is 10 cents lower than 
that charged from New Orleans. 

Without reiterating the discussion regarding the sit- 
uation at New Orleans and the rate to Topeka, we are 
of the opinion from all the evidence and circumstances of 
record that it would be unduly discriminatory against 
Hutchinson and Wichita to charge a higher rate on traffic 
to these points from New Orleans than is contempora- 
neously charged to Topeka from New Orleans. 


Rates From Galveston. 


Taking up, now, the rates from Galveston: The ba- 
nana business at this port has developed gradually for 
the past few years, and large sums of money have been 
expended there in improving the harbor and docks. The 
price of bananas at Galveston is about the same as at 
New Orleans, varying from 90 cents to $2.40 per 100 
pounds, according to the season. As explained above, the 
rates from Galveston are made certain arbitraries over or 
under the New Orleans rate, according to destination. 
The adjustment is as follows: 


To points east of the Mississippi River the rates from Gal- 
veston are 10c per 100 higher than rates from New Orleans. 

To Mississippi River points, including those on both banks 
of the Mississippi River, rates from Galveston are 5c per 100 
higher than rates from New Orleans. 

To points west of the Mississippi River and east of the 
Missouri River, also points in Missouri south of the Missouri 
River and points in Kansas, the rates from Galveston are the 
Same as from New Orleans. 

To Missouri River points, Kansas City and north, including 
those on both banks, the rates from Galveston are 5c per 100 
less than from New Orleans. To points west of the Missouri 
River, north of Texas, including points in Oklahoma, the rates 
from Galveston are 10c per 100 less than from New Orleans. 


The adjustment stated above makes the rate from 
Galveston to Kansas City, 58 cents; to Omaha, Lincoln 
and Beatrice, 62 cents; Topeka, Wichita and Hutchinson, 
70 cents. The Rock Island and Santa Fe are the prin- 
cipal carriers of bananas from Galveston to Wichita and 
Topeka, while the Santa Fe is the principal carrier to 
Hutchinson, These lines also reach Kansas City through 
Wichita and Hutchinson, but the Rock Island is the only 
line that would necessarily carry Kansas City business 
through Topeka. The Rock Island is also the only one 
of these carriers that directly reaches Beatrice, Omaha 
and Lincoln over its own or affiliated lines. The Missouri 
Pacific-Iron Mountain lines also reach Topeka, Hutchin- 
son and Wichita, and, through Kansas City, have lines to 
Omaha and Lineoln. The direct line from Galveston to 
Omaha, however, seems to be not through Topeka, but 
through Kansas City in connection with the Chicago, 
Burlington & Quincy. The Rock Island, to reach Omaha 
and Lincoln on business from Galveston, can move it 
either through Topeka or Belleville, Kan., and, while it 
is true that by hauling traffic through Belleville they may 
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avoid a violation of the fourth section at Topeka, they do 
by charging higher rates to Hutchinson and other Kansas 
points than to Kansas City, Lincoln and Omaha, violat« 
the fourth section of the act. The Santa Fe and othe: 
carriers that operate to Kansas City violate the fourt! 
section by charging higher rates to intermediate points 

ashe principal originating carrier of bananas from 
Galveston is the International & Great Northern Railway) 


Co.; in connection with the Rock Island its distances to 


Topeka and Wichita are, respectively, 848 and 713 miles; 
in connection with the Frisco to Wichita its distance is 
740 miles, and to Hutchinson, in connection with the 
Frisco, 800 miles. The distance to Kansas City via the 
International & Great Northern Railway Co. and the Mis 
souri, Kansas & Texas is 852 miles, but the short-lin« 
distance is 806 miles. 

In our former report in the Topeka Traffic Associa 
tion case we found that the rates to Topeka were unjustly 
discriminatory as compared with the rates to Lincoln and 
Beatrice, apd defendants, as explained above, have at 
tempted to remove this discrimination by advancing the 
rates from Galveston to these Nebraska points. They 
have introduced, however, no more convincing evidence 
in justification of the proposed increased rates from Gal 
veston than they did in support of the proposed increased 
rates from New Orleans to the same points, and we hold 
that defendants have not justified the proposed increased 
rates from Galveston. 

The International & Great Northern Railway Co., as 
the originating carrier at Galveston, has introduced a 
statement of record to show the cost per car of handling 
bananas through the port of Galveston. The items which 
go to make up the total cost of $32.45 per car are stated 
as follows: Loading, $14; switching, $1.75; weighing, 
$1.50; false floors, $6; cleaning, $2; detention of cars, $7.20 

We cannot pass without comment the loading charge 
stated above, which includes a wharfage charge of $4 
per car. The remaining $10 per car is an allowance mad 
to the consignor to cover the cost of loading, checking 
sealing and carding cars, and is arrived at by an allow 
ance of 2% cents for every bunch of bananas received 
If $6 is a reasonable allowance to consignor for the serv 
ices performed at New Orleans, we are not convinced from 
the present record that this allowance at Galveston is 
not excessive. 

Upon the decision of the fourth section applications 
which have been filed to protect the violations set out 
above will rest the adjustment and relationship between 
the various points here involved. 

We shall not make an order at this time fixing spe 
cific rates from Galveston to the points involved here 
but will leave the carriers to work out a schedule of rates 
in conformity with the adjustment which will be pre 
scribed in respect to the fourth sections applications above 
referred to, An order will be entered, however, at this 
time in respect to the rates from New Orleans to Topeka 
Hutchinson and Wichita, and respondents will be required 
to cancel the schedule, naming the proposed increased 
rates to Lincoln and Beatrice. 

Reparation is sought by the complainants at Topeka 
Hutchinson and Wichita, but in view of the fact that we 
are establishing a new adjustment of rates, no reparatior 
will be awarded. 


ORDERS. 
1. & S. No. 311. 
It is ordered, That the carriers respondent herein 
and designated in said tariffs be, and they are hereby 
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otified and required to cancel on or before July 13, 1914, 
ie rates, charges, practices and regulations stated in the 
‘hedules specified in said orders of suspension. 


No. 5207. 
It is ordered, That the above-named defendants be, 
id they are hereby, notified and required to cease and 
iesist, on or before Aug. 13, 1914, from charging, de- 
anding, collecting or receiving their present rates for 
ie transportation of bananas in carloads from New Or- 
leans, La., to Topeka, Wichita and Hutchinson, Kan. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on or 
efore Aug. 13, 1914, upon notice to the Interstate Com- 
merece Commission and to the general public by not less 
than thirty days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, and 
for a period of not less than two years after the said 
Aug. 13, 1914, to maintain and apply to the transportation 
of bananas in carloads from New Orleans, La., to Topeka, 
Kan., a rate which shall not exceed the rate contempo- 
raneously in effect on like traffic from New Orleans, La. 
to Kansas City, Mo., by more than 8 cents per 100 pounds, 
and which rate from New Orleans, La., to Topeka, Kan., 
shall, furthermore, not exceed the rates contemporaneously 
charged on like traffic from New Orleans, La., to Lincoln, 
Neb., or Beatrice, Neb. 

And it is further ordered, That said defendants be, 
and they are hereby, notified and required to establish, 
on or before Aug. 13, 1914, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than thirty days’ filing and posting in the manner 
prescribed in section 6 of the Act to regulate commerce, 
and for a period of not less than two years after the 
said Aug. 13, 1914, to maintain and apply to the trans- 
portation of bananas in carloads from New Orleans, La., 
to Wichita and Hutchinson, Kan., rates which shall not 
be higher than the rate contemporaneously maintained 
and applied on like traffic from New Orleans, La., to 
Topeka. 


RELIEVED FROM TAP-LINE ORDER 


The Commission has relieved the Morgan-Fentress 
Railway Co. from the effect of the tap-line orders of May 
l4 and Oct. 30, 1912, the relief to date April 1, 1914. On 
that day the railroad company was incorporated under 
the laws of Tennessee and on that day it purchased from 
the Tennessee Timber, Coal & Iron Co. ten miles of 


track, the right-of-way and equipment for $100,000. Sub- 
sequent to that time the new railroad company extended 
the tracks 6% miles, and a further extension of ten miles 
is contemplated. There is no community of interest be- 
tween the timber and the railroad companies except that 
of the capital stock of the railroad company, $42,700 is 
owned by individual stockholders of the timber company, 
and of the capital stock of the timber company the stock- 
holders of the railway company own $160,000 out of a 
total of $1,500,000. However, the stockholders of the 
railroad company do not own any of the bonds of the 
timber company nor, on the other hand, do the stock- 
holders of the timber company own any of the stock of 
the railroad company. 

The services rendered by the railway company to the 
timber company will be on the basis of the regular pub- 
lished rates and upon the same terms and conditions as 
such services are rendered to other shippers along its line. 
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LOS ANGELES SWITCHING CASE 


No. 98.—October Term, 1913. 

THE INTERSTATE COMMERCE COMMISSION, THE 
UNITED STATES OF AMERICA, ASSOCIATED JOB- 
BERS OF LOS ANGELES, AND PACIFIC COAST 
JOBBERS’ AND MANUFACTURERS’ ASSOCIATION, 
APPELLANTS, VS. ATCHISON, TOPEKA & SANTA 
FE RAILWAY CO., SOUTHERN PACIFIC CO. AND 
SAN PEDRO, LOS ANGELES & SALT LAKE RAIL- 
ROAD CO. APPEAL FROM THE UNITED STATES 
COMMERCE COURT. 

[June 8, 1914.] 
Mr. Justice Hughes delivered the opinion of the court. 

The Atchison, Topeka & Santa Fe Railway Co., the 
Southern Pacific Co. and the San Pedro, Los Angeles & 
Salt Lake Railroad Co. brought this suit against the 
Interstate Commerce Commission in the Circuit Court of 
the United States for the District of Kansas, first divi- 
sion, to restrain the enforcement of an order of the Com- 
mission made in April, 1910. The order required these 
companies to desist “from exacting their present charge 
of $2.50 per car for delivering and receiving carload freight 
to and from industries located upon spurs and sidetracks 
within their respective switching limits” in Los Angeles, 
Cal., when such carload freight “is moving in interstate 
commerce incidentally to a system-line haul.” It also 
prohibited the exaction of any charge whatever, other 
than the charge for transportation from points of origin 
to destination, for delivering or receiving carload freight 
in such cases.* 

After answer had been filed by the Commission, the 
suit was transferred to the Commerce Court, and the 
United States, the Associated Jobbers of Los Angeles and 
the Pacific Coast Jobbers’ and Manufacturers’ Association, 
intervened. The United States thereupon moved to dis- 
miss the bill for want of equity and the petitioners asked 
for a preliminary injunction. The Commerce Court, deny- 
ing the government’s motion, suspended the Commission’s 
order until the further order of the court (188 Fed., 229, 
929); and this appeal is prosecuted. 


The complaint of the petitioners in substance is that 
they have established in the city of Los Angeles their 


*The order is as follows: 

“This case being at issue on complaint and answer on file, 
and having been duly heard and submitted by the parties, and 
full investigation of the matters and things involved having 
been had, and the commission having, on the date hereof, made 
and filed a report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made a 
part hereof, and having found that the present charge of $2.50 
per car exacted by the several defendants for delivering and 
receiving carload freight to and from industries located upon 
spurs and sidetracks within their respective switching limits 
at Los Angeles, Cal., when such carload freight is moving in 
interstate commerce incidentally to a system-line haul, is in. 
violation of the act to regulate commerce: 

‘Tt is ordered, That said defendants be, and they are here- 
by, notified and required to cease and desist, on or before the 
ist day of July, 1910, and for a period of not less than two 
vears thereafter abstain, from exacting their present charge of 
$2.50 per car for delivering and receiving carload freight to and 
from industries located upon spurs and sidetracks within their 
respective switching limits in the said city of Los Angeles, 
Cal., when such carload freight is moving in interstate com- 
merce incidentally to a system-line haul. 

“It is further ordered, That said defendants be, and they 
are hereby, notified and required to cease and desist, on or be- 
fore the ist day of July, 1910, and for a period of not less than 
two years thereafter abstain, from exacting any charge what- 
ever, other than the charge for transportation from points of 
origin to déstination, for delivering or receiving carload freight 
to or from industries located upon spurs or sidetracks within 
their respective switching limits in the said city of Los Angeles, 
Cal., when such carload freight is moving in interstate com- 
merce incidentally to a system-line haul.” 
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public terminals, including what are known as team tracks 
and freight sheds, for the accommodation of the public 
in receiving and delivering carload freight; that these 
facilities are entirely adequate for the purpose and are 
sufficient to handle all the carload freight shipped or 
delivered in the city, including that now received or de- 
livered upon the industrial spur tracks in question; that 
the spur-track service has been established simply for 
the convenience of the shippers thus served; that it is a 
service essentially distinct from the line haul, and addi- 
tional thereto, being of great benefit in the saving of 
eartage charges to the favored shippers for whose use 
the spur tracks were constructed; that the industries or 
plants located upon the spurs are distant from the main 
tracks, in the case of the Atchison company from 1-5 to 
3144 miles, in that of the Southern Pacific Co. from 200 
feet to 7 miles, and in that of the San Pedro company from 
1-5 mile to 4 miles, and that the special switching service 
involves a much greater expense than if the carload freight 
were received or delivered on the team tracks or at the 
freight sheds of the carriers respectively; that the charge 
of $2.50 per ear for this service is entirely reasonable 
and one which the carriers are entitled to make in addi- 
tion to the line haul rate; and that as such it has been 
duly specified in their published tariffs. It is also averred 
that, while in the contracts governing the construction 
and maintenance of the spur tracks no specific sum was 
prescribed for the service of receiving and delivering 
carload freight thereon, the charge above mentioned had 
been generally established; that at the time of the making 
of these contracts the shippers understood and willingly 
consented that, if the railway company performed this 
special service, there should be additional compensation, 
and that such charge has generally been maintained and 
collected. The adequacy of the public terminal facilities 
for carload freight in Los Angeles (consisting of the team 
tracks and freight sheds of the carriers respectively), 
the facts set forth with respect to the construction of 
the spur tracks, their location, the acquiesence in the 
switching charge and its maintenance, were established 
before the Commission, it is alleged, by undisputed evi- 
dence. It is further stated that, on account of water and 
other competition, the rates of transportation to and from 
Los Angeles have been forced to an exceedingly low basis, 
so that the companies do not receive the amount to which 
they are justily entitled, and that they ought not to be 
required ‘to perform the service in question without rea- 
sonable reward. The Commission’s order was assailed as 
beyond its authority, involving a discrimination in favor 
of the owners of plants located upon the spur tracks and 
a deprivation of the property of the carriers without due 
process of law. 


The report of the Commission (18 I. C. C., 310) [The 
Traffic World, May 14, 1910, p. 599] was made a part of 
the bill. It appears that the proceeding before the Com- 
mission was instituted by the Associated Jobbers of Los 
Angeles and was directed against two distinct practices, 
involving the spur-track switching charges incident to a 
system-line haul and to a foreign-line haul, respectively. 
The propriety of such a charge when the line haul was 
by a foreign carrier was sustained, and the prohibitory 
order was confined to cases where the charge was made 
in connection with a system-line haul. The pertinent 
facts as found by the Commission are substantially as 
follows: 


Each of the carriers has designated certain territory 
as within its switching or yard limits in the city of Los 
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Angeles, extending for 6 or 7 miles in a general easter), 
and westerly direction, and including numerous tracks, 
main lines, branch lines, industry spurs, classification 
tracks, team tracks, freight-shed tracks, hold tracks, 1 
pair tracks, and others, and also their stations, freig 
sheds, derricks, roundhouses and other structures. Freig 
moving in carloads is delivered at team tracks, at freig! 
sheds, or at industry spurs. At team tracks and freig 
sheds no charge is imposed for the receipt or delivery 
of such carload freight over the freight rate named in 
the tariffs, while at industry spurs an additional charg: 
of $2.50 is imposed on every loaded car moving either 

or out. These industry spurs vary in length, some lea 
ing directly from the main track into or alongside 

the industries served, while others are of greater leng 


and branch at one or more points, short spurs runnin 
off from what is known as the “lead” to serve other 
dustries in the immediate neighborhood. These spu 
have been constructed under substantially uniform ci 
tracts.* None of the industries at Los Angeles furnish: 
its own motive power, and interline switching is don 
from the interchange track to the industry by the loc 
motives of the delivering line, the carrier performing t 
switching service. 

The Commission found that these spur tracks were 
portions of the terminal facilities of the carriers wit! 
whose lines they connected, being distinguished from 
mere plant facilities such as were under consideration 
Chicago & Alton vs. United States, 156 Fed.. 558, and 
the cases of the General Electric Co. and Solvay Process 
Co., 14 IL C. C., 287, 246. [The Traffic World, July 
1908, p. 48.] Each of the spurs here considered, said 
the Commission, is in a real sense a railroad termina! 
at which the carriers receives and delivers freight. 
further appears from the report that the charge for sp 
track delivery has been made by all of the carriers 


Los Angeles as long as the railroads have had access to 
that city; that it was first imposed by the Southern 
Pacific, and as the other lines came in they adopted the 
policy of the line already there; that as to certain co) 

modities the charge was not imposed until quite recent): 
and at all times until the Hepburn act went into effect 
there was great variation in charge as between individual 


*The standard form of the Southern Pacific Co. provides 
as follows: 

“1. Undersigned (shipper) will pay cost of constructing 
above-described track (rails, splices, bolts, switches, frogs 
switch stands and connections to be furnished by and at the 
cost of Southern Pacific Co.), whether such cost may be m 
or less than amount of foregoing approximate estimate. 

“2. Said track shall be under full control of Southern Paci 
Co., and may be used at discretion of said company for shi; 
ments or delivery of any freight, but the business of the und: 
signed shall always have preference. 

“3. All material in said track furnished at expense 
Southern Pacific Co., whether in original construction or by wa 
of replacements or repairs, shall be and remain exclusive pri 
erty of Southern Pacific Co., and said Southern Pacific Co. sh:!! 
keep said track in repair. 

“4. In case said track shall not be used by undersigned 
period of one year, said Southern Pacific Co. may, at its opti 
remove said track. 

“5. All goods shipped from or to said track by rail, routirs 
of which is controlled, or may be reasonably held to be c 
trolled, by or through undersigned, shall, when forwarded, 
over such railroads as may be selected by Southern Pacific C 
provided rate of charge shall be as low as that from or to po 
in question by any other rail route.’’ 

The Santa Fe contract contains this provision: 

“The title to said track. and to all the rails, ties, bo! 
switches, fastenings and fixtures connected therewith, and ‘0 
all other property which may be furnished by the railw 
company in the maintenance of said track, shall at all times 
be and remain in said railway company, and said railway co: 
pany may use the same for other purposes than the delive 
of freight to or the receipt of freight from the second part 
provided that such use shall inconvenience the business of t 
second party as little as possible consistent therewith; and 
any time after the termination of this contract or the oblig 
tion of the railway company, as herein provied, to mainta 
such track, the railway company shall have the right to remo 
said track and every part thereof.”’ 
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hippers. It is added that there are 97 places in Cali- 
fornia to which what are known as coast terminal rates 
.pply, rates lower than to intermediate points; only in 
os Angeles, San Francisco and San Diego is there such 
charge for spur-track delivery, though in many of these 
nlaees such delivery is furnished. ‘To the north, in Port- 
nd, Seattle, Tacoma, and a large number of other points 
hich also enjoy coast terminal rates, the Southern Pacific, 
‘orthern Pacific and Great Northern lines, impose no 
ich charge, and to the east where defendants’ lines have 
heir termini in cities competing with Los Angeles, this 
harge is also unknown. 

The Commission thus described the character of the 
service in question: “Spur-track delivery is a substitute 
service, a service which it has solicited the right to give, 
is the evidence here shows, a service which costs the 
ndustry for the installation of the track and the use of 
ts property as a railway terminal. It is a service over 
the earrier’s own rails to a point where it yields posses- 
sion of the property transported and which involves no 
greater expense than would team-track delivery. It re- 
lieves the carrier’s team tracks and sheds, necessitating 
less outlay for expense of yards in a crowded city, pro- 
motes the speedy release of equipment, and vastly aids 
in conducting a commerce which is greater than the car- 
rier’s own facilities could freely, adequately and econom- 
ically handle. 

“Again it is not to be overlooked that the delivery 
given on an industry spur is not supplemental to any 
other delivery. Cars destined to industry spurs are not 
placed first at a spur, depot or on the team tracks, or 
at the sheds, and later switched to oblige the consignee. 
A train of freight cars goes to the breaking-up yards 
which lie at the entrance to the city, and there it is 
divided up with respect to the character of the freight 
in the various cars and their destination. No one has 
access to the cars at this point. This yard is purely a 
railroad facility. After the cars are segregated they are 
taken to the tracks to which they are ordered—some to 
the various team tracks distributed along the main line, 
some to different industries, some perhaps to the railroad 
shops or to freight sheds or to the stock yards. Before 
the cars are placed the consignees are given notice of 
the tracks to which they are to be sent, so that there 
is no confusion, and the switch engines which place the 
cars on one track also serve to haul the ‘loads’ in and 
‘empties’ out at the other tracks. After a most ex- 
haustive inquiry we cannot find, taking this service as 
a whole in the same way that it is treated by the carriers, 
that the service is more expensive to the carrier than if 
all cars were given team-track delivery. 

“An additional charge may be made when an addi- 
tional service is given. But the service here given is 
not additional to that for which the rate pays. If the 
shipper pays for team-track delivery and does not receive 
it, but asks instead and is given a sidetrack delivery 
which costs the carrier no more, he may not be compelled 
to pay an additional charge upon the assumption that he 
has received a terminal team-track service which has not 
been given. A carrier may not so construct its rates as 
to compel an extra charge for like service, and this, in 
our judgment, the defendants at Los Angeles have done.” 
18 I. C. C., pp. 317, 318. 

1. It is urged that the Commission’s order rests upon 
a construction of the statute which would forbid any 
carrier from separating its terminal and haulage charges 
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on the same shipment, and that this is a fundamental 
misconception of the law. 

We do not think that the order is open to this ob- 
jection. It is true that the Commission directed attention 
to the distinction between the American and English 
methods of stating rates, pointing out that the English 
practice of fixing separate schedules for “conveyance” 
and “station terminal” rates had not obtained in this 
country, so far as the records of the Commission show. 
The opinion was expressed that the provisions of the Act 
to regulate commerce were enacted with reference to the 
American method of rate-making and that the rate which 
the statute requires to be published as “a complete rate,” 
including “not only the charge for hauling, but the charge 
for the use of the terminals at both ends of the line.” 
18 I. C. C., pp. 315, 316. We need not stop to consider 
whether this is a correct interpretation of the act, for 
the question of a segregation of haulage and terminal 
charges (meaning by the latter, charges for the use of 
ordinary terminal stations in receiving and delivering 
goods) was not before the Commission; and its propriety 
was not necessarily involved in the decision. No such 
segregation had been attempted by the carriers here. On 
the contrary, it was undisputed that the line haul carload 
rate comprehended receipt and delivery on team tracks 
or at freight sheds. 


The Commission conceded the right of the carrier to 
charge for any terminal service that was accessorial. 
But it was held that an additional charge was not justi- 
fied if additional service was not in fact rendered. 


9 


2. Nor do we understand that the Commission ruled 
that the receipt and delivery of goods at points located 
upon spurs or sidetracks could not, in any circumstances, 
be regarded as a distinct service for which separate com- 
pensation might be demanded. Cases of an interior move- 
ment of plant traffic to and from various parts of the estab- 
lishment, and of deliveries through a system of interior 
switching tracks constructed as plant facilities, were ex- 
pressly distinguished by the Commission (18 I. C. C., pp. 
313, 314); and it is apparent that the ruling of the Com- 
mission would not apply in any case where by reason of 
the location and extent of the spur tracks and the char- 
acter of the movement the facts were essentially different 
from those upon which the decision was based. (Interstate 
Commerce Commission vs. Stickney, 215 U. S., 98, 105.) 

3. On the other hand, it cannot be maintained that 
the delivery and receipt of goods on industrial spur tracks 
within the switching limits in a city is necessarily an 
added service for which the carrier is entitled to make, 
or should make, a charge additional to the line-haul rate 
to or from that city, when the line-haul rate embraces a 
receiving and delivering service for which the spur-track 
service is a substitute. It is said that carriers are bound 
to carry only to or from their terminal stations. But 
when industrial spur tracks have been established within 
the carrier’s switching limits, within which also various 
team tracks are located, these spurs may in fact consti- 
tute an essential part of the carrier’s terminal system. 
It was stated by the Commission that carriers throughout 
the country treat industry spurs of the kind here in 
question “as portions of their terminals, making no extra 
charge for service thereto when the carrier receives the 
benefit of the line haul out or in.” It was added that 
while this general statement covered perhaps ten thousand 
cities and towns in the United States, the carriers before 
the Commission could name only three exceptions, to wit, 
the cities of Los Angeles, San Francisco and San Diego. 
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But, laying the generalization on one side, it is plain 
that the question whether or not there is at any point 
an additional service in connection with industrial spur 
tracks upon which to base an extra charge, or whether 
there is merely a substituted service which is substan- 
tially a like service to that included in the line-haul rate 
and not received, is a question of fact to be determined 
according to the actual conditions of operation. 

Such a question is manifestly one upon which it is 
the province of the Commission to pass. 

4. We must therefore take the findings of the Com- 
mission in the present case as to the character and manner 
of use of the industrial spurs in Los Angeles—that they 
constituted part of the carrier’s terminals and that under 
the conditions there existing, the receipt and delivery 
of goods on these spurs was a like service as compared 
with the receipt and delivery of goods at team tarcks 
and freight sheds—as conclusions of fact. Assuming 
that they were based upon evidence, they are not open 
to review. Baltimore & Ohio R. R. Co. vs. Pitcairn Coal 
Co., 215 U. S., 481, 495; Interstate Commerce Commission 
vs. D., L. & W. R. R. Co., 220 U. S., 235, 251; Interstate 
Commerce Commission vs. Union Pacific R. R. Co., 222 U. 
S., 541, 547, 548; Interstate Commerce Commission vs. 
Louisville & Nashville R. R. Co., 227 U. S., 88, 92; Atchison, 
Topeka & Santa Fe Ry. Co. vs. United States, 232 U. S., 
199, 221. 

In this view we find no ground for holding the order 
of the Commission to be invalid. It is not denied that 
the complaining shippers and these carriers were heard 
before the Commission and that evidence disclosing the 
terminal situation in Los Angeles, and the nature and 
use of the various tracks within the switching limits, 
was presented; and it cannot be doubted that the case 
demanded an appreciation of a variety of details, or minor 
facts, in order that the ultimate questions of fact could 
be determined. It is said that it was established by un- 
disputed evidence that the team tracks and freight sheds 
provided by the carriers were fully adequate for all car- 
load freight. Putting aside the denial by the Commission 
of this allegation, it is evident that the question was 
not simply as to such adequacy, but as to the actual use 
of the various tracks, the services thereon relatively 
considered, and whether there was really an extra service 
in the circumstances shown. Again, it is said that the 
Commission did not find the switching charge in itself, 
that is, taken separately, to be unreasonable, but the 
inquiry was whether, in view of the conditions of the 
distribution of the carload freight through a large area 
there was in fact such a similarity of movement as to 
negative the basis for a separate charge. It is further 
urged that while the contracts for the construction of 
these spurs did not fix the charge, it was proved by un- 
disputed evidence that at the time these contracts were 
made the shippers consented to a special charge, if 
freight were received and delivered thereon, and that the 
charge in question had been generally maintained. The 
service, however, was performed susject to the law of the 
land requiring that the carrier’s charges should not be 
unreasonable or unjustly discriminatory. (See Louisville 
& Nashville R. R. Co. vs. Mottley, 219 U. 8S., 467, 482; 
Phila., Balt. & Wash. R. R. Co. vs. Schubert, 224 U. S., 
603, 613, 614.) If it became apparent that the shippers 
were subjected to an arbitrary and unwarranted exaction, 
they were in no way estopped from bringing the matter 
before the body created by law to deal with such ques- 
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tions and from securing its order directing the carrier: 
to stop the ojectionable practice. 

But it is contended that the finding of the Commissio: 
is opposed to the admitted physical facts, and referenc: 
is made to the transportation to and from industrial plant: 
located from 1-5 of a mile to 7 miles from the main track 
of the carrier. We find no such fundamental unsoundnes 
in the Commission’s conclusion. It appeard, as alread) 
stated, that the carrier had designated certain territory 
as within its switching or yard limits in Los Angele: 
extending for 6 or 7 miles and “including numerous tracks 
main lines, branch lines, industry tracks, team tracks 
freight-shed tracks and various structures.” It does not 
appear how many industries were within a short distanc: 
or to how many the statement as to the greatest distance 
above mentioned applied. The carrier did not fix a charg: 
according to the comparative service in the case of thes: 
various industrial plants. It made the same switching 
charge whether the distance was 200 feet or 7 miles, 
that is, it dealt with the situation upon an average basis, 
making the same charge for all this switching in a given 
area which constituted its terminal district. It was the 
service within these switching limits, that the Commission 
was considering. Manifestly it was permissible to estab- 
lish such a district, and, taking the team-track and freight 
shed service in that area, and the average spur-track 
service, the Commission reached the conclusion set forth 
It is said that the finding of the Commission as to the 
comparative cost of the service was not affirmative, but 
was merely a negative statement to the effect that the 
Commission was unable to find that the cost of spur-track 
delivery was more expensive to the carrier. While this 
form of expression was used at one place in the Com- 
mission’s report, at another the service in question was 
described as one which involved “no greater expense than 
would team-track delivery,” and we cannot but regard 
this as the Commission’s finding upon the evidence. It 
is then insisted that the contrary of this finding is self- 
evident, but the facts with respect to the movement of 
freight in a great terminal district are by no means so 
simple that the deliberate judgment of the Commission 
can be regarded as contradicting the obvious. 

The argument for the petitioners necessarily invites 
the court to substitute its judgment for that of the Com- 
mission upon matters of fact within the Commission’s 
province. This is not the function of the court. We 
cannot regard the Act to regulate commerce as justifying 
an increased or extra charge for a substantially similar 
service, and upon the case made it cannot be said that 
the Commission has overstepped its authority in forbid- 
ding the charge in question as one which was unjustly 
discriminatory. 

In our opinion the Commerce Court erred in denying 
the government’s motion to dismiss and in granting the 
petitioners’ motion for injunction. The order of th« 
Commerce Court is therefore reversed and the cause is 
remanded to the District Court of the United States fo 
the Southern District of California, southern division, wit! 
instructions to dismiss the bill. Act of Oct. 22, 1913, c. 
32; Stat. 1913, p. 221. And it is so ordered. 


No. 97.—October Term, 1913. 


THE INTERSTATE COMMERCE COMMISSION, THE 
UNITED STATES OF AMERICA, ASSOCIATED JOB 
BERS OF LOS ANGELES, AND PACIFIC COAST 
JOBBERS’ AND MANUFACTURERS’ ASSOCIATION 
APPELLANTS, VS. SOUTHERN PACIFIC CO. AND 
THE ATCHISON, TOPEKA & SANTA FE RAILWAY 
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co. APPEAL FROM THE UNITED STATES COM- 
MERCE COURT. 
[June 8, 1914.] 
Mr. Justice Hughes delivered the opinion of the court. 

The Pacific Coast Jobbers’ and Manufacturers’ Asso- 
ciation complained before the Interstate Commerce Com- 
mision of a switching charge of $2.50 per car maintained 

the respondents for delivering and receiving carload 
freight to and from industries located upon spurs and 
sidetracks within the carriers’ switching limits in San 
Francisco. The Commission, finding the facts to be simi- 
lar to those found in the case of the complaint of the 
Associated Jobbers of Los Angeles with respect to switch- 
ing charges in the latter city (18 I. C. C., 310), entered 
a similar order prohibiting the carriers from continuing 
the charge. This suit was thereupon brought in the Cir- 
cuit Court of the United States for the District of Kan- 
sas, first division, against the Interstate Commerce Con- 
mission to restrain the enforcement of the order. Upou 
its transfer to the Commerce Court, the United States 
intervened and moved to dismiss the proceeding. Thiys 
motion was denied and upon the application of the peti- 
tioners an injunction was granted. 

The questions presented on the appeal from this 
order are the same as those which have been considered 
in the opinion of the court in No. 98, Interstate Commeice 
Commission et al. vs. Atchison, Topeka & Santa Fe Rail- 
way Co., decided this day, and for the reasons there set 
forth the order of the Commerce Court is reversed and 
the cause is remanded to the District Court of the United 
States for the Northern District of California with in- 
structions to dismiss the bill. 

It is so ordered. 


FLORIDA EAST COAST CASE 


No. 383.—October Term, 1913. 

FLORIDA EAST COAST RAILWAY CO., APPELLANT, 
VS. THE UNITED STATES, INTERSTATE COM- 
MERCE COMMISSION, RAILROAD COMMISSIONERS 
OF FLORIDA ET AL. APPEAL FROM THE UNITED 
STATES COMMERCE COURT. 

[June 8, 1914.] 


Mr. Chief Justice White delivered the opinion of the court. 

The order of the Interstate Commerce Commission 
concerning which the appellant, hereafter called the East 
Coast Line, eomplained before the court below and which 
that court refused to enjoin was made on a second sup- 
ond supplemental petition presented in controversies which 
had been long pending and twice before decided, such 
controversies involving many railroads and being con- 
cerned with the rates as to pineapples, citrus fruits and 
vegetables from places of production in Florida to 
exterior points of distribution or consumption. While the 
report here under consideration made on the second sup- 
plemental petition deals with only a few of the railroads 
concerned in the previous inquiries and with only a part 
of the controversies involved in the previous cases, yet 
the reports in the previous cases and the reasons stated 
by the Commission for its action in those cases are so 
connected with its action complained of in this case that 
it is impossible to understand this controversy without 
recurring to and stating the previous reports of the 
ommission in the controversies to which we have re- 
ferred. 

We observe before coming to make that statement 
that none of the testimony taken before the Commission 
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in the cases prior to this one is in the record, it having 
been stipulated that the facts stated by the Commission 
in its reports in such previous cases should be taken as 
the facts of such controversies. For the purpose of the 
statement which we shall make the record therefore con- 
sists of the reports in such previous cases, of the report 
in this case and the testimony taken in this case before 
the Commission and in the court below. The future ap- 
plication of the facts which we shall state will be facili- 
tated by giving a description of the East Coast Line as 
stated in the several reports of the Commission to which 
we shall immediately recur. 


The East Coast Line is wholly within the state of 
Florida, the main line extending from Jacksonville south 
along the Atlantic coast to Miami, a distance of 366 miles, 
then to Homestead, 28 miles south, and thence across the 
Florida Keys to Key West. At the time of the final hear- 
ing before the Commission on March 2, 1911, the road was 
not fully constructed and was only completed and being 
operated to Knight’s Key, about 83 miles below Home- 
stead. The total mileage of the road was about 583 miles, 
including 477 miles of main line from Jacksonville to 
Knight’s Key and about 106 miles of branch line above 
Miami. The cost of the construction from Homestead on 
was enormous, amounting to nearly $175,000 per mile, and 
the total cost of the extension from Homestead to Knight’s 
Key, 83 miles, nearly equaled the entire cost of the balance 
of the road, 500 miles. On July 3, 1907, a petition was 
filed by the Florida Fruit & Vegetable Shippers’ Pro- 
tective Association against the Atlantic Coast Line, the 
Seaboard Air Line and Southern Railway companies and 
the East Coast Line complaining of and asking a reduc- 
tion in interstate rates on pineapples, citrus fruits and 
vegetables. The East Coast Line was the only one of the 
defendant railroads whose traffic was confined to the 
producing regions in Florida, because, while the other 
lines also undoubtedly penetrated to the area of production, 
their lines were not confined to Florida, but were trunk 
lines, carrying not only the products committed to them 
by producers in Florida, but also the products committed 
by producers to roads like the East Coast Line, which 
did not extend beyond Florida, and had therefore to be 
transhipped if destined to points beyond the state by 
other roads. In coming to make its report in the case 
thus referred to, the Commission thus stated the general 
situation of the railroad traffic of all the roads in Florida 
concerning the subjects under discussion (No. 1168, 14 
I. C. C. Rep., 483) [The Traffic World, Aug. 8, 1908, p. 52]: 

“The shape and location of the state of Florida is 
such that these railroads which handle this traffic from 
the point of production up to the base point necessarily 
do but a limited business. They extend south consid- 
erable distances through a sparsely settled country which 
neither originates nor consumes a considerable amount 
of traffic. Some of them reach the seacoast, but none of 
them connect or can connect with railroads leading beyond, 
and the amount of through business handled is extremely 
light. Their traffic is confined almost entirely to bringing 
out the products which originate upon their lines, and 
carrying in the supplies which are consumed in the ter- 
ritory served by them. Fruits and vegetables, lumber, 
naval stores, and in some cases cotton and phosphate 
rock, are the principal commodities carried, and of these, 
fruits and vegetables produce the most revenue.” 

In the report by which the Commission disposed of 
this controversy (No. 1168, 14 I. C. C. Rep., 476) it divided 
the rates to be considered into two classes: (a) gather- 
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ing charges from production points in Florida to base 
points, of which Jacksonville was the only one on the 
East Coast Line, and (b) rates from base points to points 
of final destination in other states, the sum of the two 
rates being the joint through rate. 

Considering the three products whose traffic charges 
were under consideration, the Commission said: 

(a) Citrus fruits: 

“From an examination of the elaborate figures which 
were introduced upon the trial showing the character of 


the traffic handled by these Florida roads, the conditions.- 


under which it is handled, their earnings, and the cost 
of operation, running through a series of years, it is 
difficult to see how these railroads can be expected to 
transport in a suitable way this fruit and vegetable traffic 
from points of production to these basing points for a 
less sum than they now receive. It is difficult to see 
how, even upon the present traffic, those lines can in 
the immediate future expect to pay any considerable re- 
turn upon their investment. We feel that these local 
rates, although they are high in comparison with other 
local rates, are as low as should be established under .all 
the circumstances.” 

(b) Vegetables: 

“The same observations which have been made upon 
the orange rates to base points apply with equal per- 
tinency to those upon vegetables. They are named by 
the railroad commission of Florida. They are made with 
the understanding that they are really parts of through 
rates from the point of production to the market of con- 
sumption. They are low in comparison with other rates 
because it is understood that this industry is an impor- 
tant one to the state of Florida, and that a low cost of 
transportation is essential to its development. 


“While these local rates are essentially part of the 
through charge and should be dealt with by this Commis- 
sion as such, it is difficult to see how these Florida rail- 
roads can render a proper service upon a lower scale of 
rates than is now applied. It must be remembered that 
without the railroad this industry could not exist at all, 
and that to its satisfactory carrying on the character 
of the service is fully as important as the rate. It is 
better that these fruits and vegetables should reach the 
market on time, and in good condition, than that a few 
cents per box should be subtracted from the carrying 
charge. There was very little complaint as to the service; 
nor did the shippers who testified manifest any desire 
that these carriers should be required to accept less than 
reasonable compensation for that service. Our conclusion 
upon this branch of the case is that the present rates up 
to the base points, while high in comparison with similar 
rates in other localities, are as low as they ought to be 
under the conditions obtaining upon these Florida lines, 
so that here, as in case of oranges, the real question 
arises upon the rate from the base point to the northern 
market.” 

(c) Pineapples: 

“Pineapples are mainly produced in Florida, upon the 
line of the Florida East Coast Railway, which extends, as 
already said, down the east side of Florida. This indus- 
try has within recent years developed rapidly. Florida 
pineapples to-day sell in all the markets of the United 
States in competition with foreign pineapples, usually 
commanding much higher prices than the foreign article. 
While the period of production in the United States and 
in Cuba is not exactly the same, still it may fairly be 
said that the two products do compete. 
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“It was said that Jansen might be selected as a typica! 
producing point upon the Florida Hast Coast Railway 


This station is 257 miles south of Jacksonville, and the 


rate on pineapples is 24 cents per box of 80 pounds. Rates 
from other points are relatively about the same as from 
Jansen; somewhat lower, it will be seen, for the sany 
distance, than from most producing points upon orange 

Presumably deeming that the particular situation on 
the East Coast Line as to the character of its business, 
its location, its cost, etc., required to be specially pointed 
out in addition to what was said in the passages quoted 
the Commission said: 

“The Florida East Coast Railway was built as part 
of a hotel scheme, and its principal business is the car 
rying of passengers who frequent these Florida winte: 
resorts. Over 50 per cent of its total receipts are from 
passenger traffic. Its most important freight business is 
the transportation of fruits and vegetables, and of these 
pineapples afford the most considerable amount of reve 
nue. The management of the railroad has paid great 
attention to the development of this busines. In the pine 
apple region highways are few and transportation by 
wagon is therefore costly. To relievesthis difficulty sid- 
ings have been put in in the pineapple region at frequent 
intervals. The traffic representative of this railroad 
stated that it was possible to load pineapples every half 
mile upon his line in the pineapple-producing region 
When once loaded great attention is paid to sending the 
fruit to Jacksonville upon a reliable and expeditious 
schedule. 

“Very elaborate tables were introduced showing the 
cost of constructing this railroad and the financial results 
of its past operations. These statements and tables have 
been examined by the Commision, but it does not seem 
necessary to reproduce them here or to state in detai 
the grounds of our conclusions. But for this railroad th: 
pineapple industry in Florida would not to-day exist. The 
quality of the service rendered that industry by this road 
is not criticized. The shippers of this fruit ought not 
to object, nor do they object to paying a fair compensa 
tion for the service, and in our opinion the present rates 
do not exceed such just compensation for the transporta 
tion of pineapples from various producing points to Jack 
sonville, and we so hold.” 


And, concerning the earnings of the East Coast Line 
it was said: 


“The total earnings of the Florida Bast -Coast Rail 
way for the same year (ending June 30, 1907) were $5,911 
per mile, and its operating expenses $4,502. The greater 
part of the receipts of this railroad are from its passenger 
service. The evidence shows that a considerable portion 
of what little freight revenue it has comes from the trans 
portation of fruits and vegetables. It has given in the 
past great attention to this service, and has apparent!) 
satisfied its patrons in this respect. It makes no through 
rates, but receives its full local in all cases up to Jack 
sonville.” 

Giving effect to the foregoing, the Commission h 
that the complaint as to gathering charges was wh‘ 
unfounded, and they were maintained. A different con 
clusion, however, was reached as to charges from é 
base points to points of distribution or consumption, 4s 
to which some reduction was made. It econsequer 
follows that all the other roads who were defendants wer 
subjected to some reduction as to their rates, while 
East Coast Line, because of its being a purely gatheri 2 
road, was subjected to no reduction whatever. 
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Within a year after this action by the Commission 
he same complainant commenced a new proceeding (No. 
2566) against two hundred railroads, including among 
others the East Coast Line, to establish carload rates 
from base points in Florida to interstate points. At the 
ame time, in No. 1168, which as we have seen had 
een previously passed upon by the Commission and de- 
ided in favor of the East Coast Line, a supplemental 
etition was filed against that road, the sole complaint 
.gainst the East Coast Line in such petitions being as 
to its gathering rates on pineapples from points of pro- 
juction to Jacksonville. And it is to be presumed that 
the complaint as to pineapple-gathering rates was made 
only against the East Coast Line, because, as we have 
seen, as stated by the Commission, that road was almost 
the exclusive carrier of such product, and, in fact, had 
virtually built up that industry. The controversy, while 
it involved a claim of reduction, in its broad aspect pre- 
sented only a controversy as to whether there should 
be put in force carload and less-than-carload instead of 
any-quantity rates in the performance of its duty of gath- 
ering pineapples. On the filing of the new and original 
as well as of the supplemental petition the Commission 
directed the rescinding of its previous order concerning 
the reasonableness of gathering rates, as well as its find- 
ing on the subject of rates from base points and directed 
the matter to be reheard. Without referring to the con- 
clusion of the Commission concerning the controversy as 
as to the many railroads who were before it as to their 
interstate’ rates, we come to state the ruling of the Com- 
mission as to the East Coast Line (17 I. C. C. Rep., 552) 
[The Traffic World, March 5, 1910, p. 258]: 


“The evidence produced upon the present hearing 
suggests no change in what was said, so far as that applies 
to the Florida East Coast Railway. That line operates 
at the present time 477 miles of main line and 106 miles 
of branches. It has a first mortgage of $10,000,000, a 
second mortgage of $20,000,000, and a capital stock of 
3,000,000, making in all $33,000,000. This capitalization, 
with the exception of about $4,000,000, represents an actual 
cash investment. 

“It is urged by the complainant that the portion of 
the line from Miami south, which has cost some $14,000,- 
000, was not at the present time a paying investment, and 
that the balance of the line from Jacksonville to Miami, 
which is used by the growers of pineapples, ought not 
to be taxed with the cost of this construction. Admitting 
this to be so, and laying out of view altogether the $14,- 
000,000 which have been invested in that part of the 
property, it is still true that during the entire existence 
of the Florida East Coast Railway, so far as this record 
shows, that property has never earned in any single year 
6 per cent upon the money invested, with the single ex- 
ception of the year 1909: During much of the time its 
net earnings have been but little above its operating 
expenses. We certainly cannot hold that these rates 
should be reduced because for a single twelve months, 
under what may be termed abnormal conditions, this 
railway earned about 6 per cent on the money which has 
been actually invested in its construction. The years 
when no return has been received must certainly be given 
some consideration. Upon no other theory could private 
capital be induced to invest in the construction of rail- 
roads. 

“While, however, we adhere to what was said in the 
previous case, we do think, upon more careful examina- 
tion, that these rates of the Florida East Coast Railway 








THE TRAFFIC WORLD 1257 






on pineapples ought to be somewhat revised. They are 
not consistent with one another, and in our opinion those 
from the more distant points are too high as compared 
with rates from nearby points. 


“The present rates are in any quantity. About 60 
per cent of these pineapples move from the point of 
origin in carloads, 40 per cent in less than carloads. Car- 
load shipments are stripped and loaded by the shipper 
and are not unloaded at Jacksonville, which probably 
saves the carrier not far from 2 cents per box. The less- 
than-carload shipment is loaded by the railway and usually 
unloaded at the station in South Jacksonville or Jackson- 
ville. In our opinion carload rates should be established 
which are less than the present any-quantity rates by 3 
cents per box. 

“The establishment of such carload rates will not 
of a certainty work a decrease in the net earnings of the 
carriers. It is a false theory of transportation which 
seeks to force the shipper to avail himself of a less-than- 
carload service; which is more expensive to render, for 
the purpose of increasing the gross revenues of the carrier. 
The true object should be to perform the service in the 
most economical maner and to charge for that service 
reasonable compensation. In the end this makes to the 
advantage of both the carrier and its patron. The vice- 
president of the Florida East Coast Railway stated that 
he had always thought that carload rates should be estab- 
lished and that in his opinion to establish carload rates 
3 cents per box less than the present any-quantity rates 
would not prejudice the net revenues of his company, 
since he would make up by saving in operating expenses 
what he lost in gross income.” 

The order of the Commission which gave effect to 
these views entered Feb. 8, 1910, changed gathering 
charges on pineapples and citrus fruits on the East Coast 
Line from any-quantity to carload and less-than-carload 
rates and modified the mileage basis. On attention being 
directed to the fact that the complaint rélated only to 
pineapples, while the order applied to that product and 
to citrus fruits, the order was modified and restricted 
to the subject complained of, pineapples. The East Coast 
Line conformed to the order and, indeed, shortly after 
doing so also voluntarily put into effect carload and less- 
than-carload gathering rates on citrus fruits and vege- 
tables, and, although the rates thus fixed were somewhat 
higher than the rates on pineapples which the Commission 
had established, they were lower than the citrus fruit and 
vegetable rates which had been expressly sustained by 
the Commission. 

Some months after this was done the same complain- 
ant who had filed the previous petitions presented in No. 
1168 a second supplemental complaint against the East 
Coast Line, and new petitions against the Seaboard Air 
Line and Atlantic Coast Line railways (No. 3808). So 
far as the East Coast Line was concerned, the complaint 
was against the citrus fruit and vegetable-gathering rates 
and asked that they be equalized with or made the same 
as the pineapple rate. The Florida railroad commission 
intervened and asked the same relief. The Commission 
in effect granted the prayer of this second supplemental 
complaint, found the rates of the East Coast Line on 
citrus fruits and vegetables to be unjust and umnreason- 
able, and directed the putting into operation of a lower 
stated schedule of gathering rates which was made ap- 
plicable not only to the East Coast Line, but also to the 
other roads which were parties to the proceeding. And 
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it is this order which the railroad refused to obey and 
to enjoin the enforcement of which this suit was brought. 

Without going into detail, it suffices to say that the 
report of the Commission concerning the action just 
stated did not purport to question the correctness of its 
previous findings, sustaining the citrus fruit and vegetable 
rates of the East Coast Line, but was based upon what 
was deemed to be a change in conditions since the pre- 
vious decisions. After pointing out that it had previously 
ordered a change from any-quantity to carload and less- 
than-carload rates on pineapples from gathering points 
to the base point on the East Coast Line and on all fruits 
and vegetables from base points outward, and that on 
both the Atlantic Coast Line and the Seaboard Air Line 
any-quantity rates yet remained from gathering points 
as to all fruits and vegetables, although such was not the 
case as to the East Coast Line because of the change 
which it had voluntarily made, it was said (22 I. C. C. 
Rep., 11, 14-16) [The Traffic World, Dec. 9, 1911, p. 981]: 

“No material change has taken place since then (that 
is, since the previous decisions) so far as this record 
discloses which would lead to a different conclusion if 
the same subject were before us to-day. The volume 
of business transacted has increased, but the expenses 
of operation have also increased to an extent which offsets 
the greater amount of business. 


* * * aa ” * * * 


“Tt appeared in the original case that citrus fruits 
to some extent, and vegetables to a much greater extent, 
were shipped in small lots to Jacksonville and there re- 
loaded for movement beyond. It was our impression that 
in establishing carload rates from the base point that 
this would permit the movement in small lots up to the 
base point and the consolidation at such point, and that 
the carload movement would, in fact, be mainly beyond 
the base point. Such has not been the result. In order 
to obtain the carload rate beyond the base point it seems 
to be necessary for the shipper, in actual practice, to 
present a full carload at the point of origin, and from 
this it follows that the movement up to the base point 
at the present time is entirely different from what it 
was when we approved these any-quantity rates. At that 
time the loading was by the carrier; now it is mainly by 
the shipper. The loading of the cars from the point of 
origin to the base points is much heavier now than for- 
merly. In 1907 the average loading of citrus fruits and 
vegetables upon the Atlantic Coast Line up to the base 
point was 215 boxes. In 1910 this loading had increased 
to 279 boxes. In case of vegetabls the increase is eyen 
more marked. The number of cars now required to 
transport the same amount of this traffic from points of 
origin to base points would be materially less than in 
1908. Otherwise stated, it costs the shipper more to 
handle his business to-day and it costs the railroad less.” 

And upon that changed circumstance an order was 
awarded directing the change from any-quantity to car- 
load and less-than-carload and fixing a rate which was 
the same as that previously fixed for pineapples. Of 
eourse, as the East Coast Line had voluntarily put in 
carload and less-than-carload rates, it was only affected 
by this order to the extent that it lowered the traffic 
charge as contained in the schedule which had been pre- 
viously voluntarily established. 


It is insisted that the order of the Commission was 
wrongful and that the court below erred in not restraining 
its enforcement for the following reasons: (a) Because 
the order complained of was rendered without any evi- 





dence whatever to sustain it; (b) because it confiscated 


the property of the railway in a twofold aspect, first, by 
fixing a rate so unreasonably low as to afford no re 
muneration to the corporation for the use of its propert 


and, second, because although the Commission in order to 


justify the rate which it fixed took into account th 
revenue derived from the extended road, it nevertheles 


declined to at all consider the value of the extended roa: 


and the right to earn a return thereon. We come a 
briefly as possible to consider these contentions separately) 


(a) That there was no evidence whatever tending 


to sustain the reduction of the rates on citrus fruits an 
vegetables as to the East Coast Line which the Com 
mission ordered. 


While a finding of fact made by the Commission co! 
cerning a matter within the scope of the authority dele 
gated to it is binding and may not be re-examined in the 


courts, it is undoubted that where it is contended that 
an order whose enforcement is resisted was rendered 


without any evidence whatever to support it, the consid 
eration of such a question involves not an issue of fact 
but one of law which it is the duty of the courts to ex 
amine and decide. (Int. Com. Comm. vs. Louis. & Nas! 
R. R., 227 U. S., 88, 91, 92, and cases cited.) 


In view of what we have said concerning the state 


of the record, the solution of the question must depen 


upon an examination and analysis of two subjects, the 


one the reports of the Commission in the previous cases 


and the other, the testimony which was before it and 


the report made in this case. As to the first, in view 


of the statements made by the Commission in its report 
in the original case (No. 1168, 14 I. C. C. Rep., 476) as to 
the earning power of the road, the nature of its business 


and the reasonableness of its rates and the express finding 


that the citrus fruit and vegetable rates were just and 
reasonable and should not be changed and the further 
fact that they were not called in question in the second 


proceeding, it follows that the inquiry narrows itself t 


the mere consideration of the testimony taken in this 


proceeding, and the report of the Commission in suc! 


proceeding, and the testimony taken before the court 


below in so far as it is proper to consider it in connectio 
with the particular question under consideration. But 
coming to make a review of the testimony before th: 
Commission on the issue raised by the second suppk 


mental petition, we fail to find the slightest proof tending 
to sustain the reduction in rates as to the East Coast 


Line, which was made. 


There are only three subjects referred to in the te 
timony which can in any view be considered as havin 


any possible tendency to show such a change as would 


cause the rate which was found by the Commission 

the past reasonable and not to justify a change to 

unreasonable and therefore require reduction. The thre 
subjects are these: (a) Testimony by the chairman 

the Florida railroad commission that there had been 
considerable increase in the volume of traffic in citr 
fruits and vegetables since the previous finding; (b) 
further statement or admission made by an officer of t! 
East Coast Line in a colloquy which took place at t! 
hearing in this case to the effect that as shippers und: 
carload rates loaded their own cars there was some 4d 
ference in cost to the advantage of the road over tl 
cost of loading when the any-quantity rates prevaile: 
(c) testimony with reference to the Atlantic Coast Lil 
and the Seaboard Air Line (but none as to the East Coa 
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Line) to the effect that on those roads it had come to 
pass that there was a saving in expense and an increase 
in earning capacity because even under the any-quantity 
rates carload shipments had greatly increased and cars 
shipped were much more heavily loaded and moved 
from the point of production through the base point to 
ir ultimate destination, when such was not the case 
the time the previous order was made. Testimony 
ch as we have seen was expressly declared by the 
mmission to be in effect the cause which gave rise 
the reduction. But at once it is to be observed that 
so far as any inference alone from the difference between 
irload and less-than-carload rates and any-quantity rates 
concerned it had no application to the East Coast Line 
nee that road had put in the carload and less-than-car- 
load rates while the other two roads had not. And so 
far as the consideration of the increased loading is con- 
cerned, as stated by the Commission, whatever may have 
been the proof as to the Seaboard Air Line and the At- 
lantic Coast Line, it is beyond controversy that no such 
proof can be found in the record as to the East Coast 
Line except the vague intimation to which we have re- 
ferred. 


Thus by analysis the case comes to this: Did the 
facts as to the increased loading which the Commission 
found to exist in the case of the Seaboard Air Line and 
the Atlantic Coast Line support or tend to support the 
order as to the East Coast Line in the absence of all 
testimony in the record concerning the existence of such 
fact as to the traffic on that road? In other words, the 
question is, Because there was testimony as to the traffic 
of those roads, can such testimony be said to tend to 
establish the same condition on the East Coast Line? 
Conceding that from an abstract point of view an affirma- 
tive answer would have to be given to such question, we 
think such is not the case here for the following reasons: 
(a) Because of the difference in business carried on by 
the two roads named and the East Coast Line, they 
being not only gatherers of the local product, but trunk 
line carriers; (b) because of the difference in the situa- 
tion and traffic of the two trunk lines named and the East 
Coast Line, as deduced solely from the peculiar environ- 
ment and movement of business on that road so aptly 
stated in the passages from the reports of the Commission 
which we have quoted. . Differences which presumably 
gave rise to separate statements in the previous reports 
in considering that road. While we do not say that the 
conclusion is affirmatively sustained, nevertheless we 
think the state of the record at least tends to give some 
support to the suggestion in the argument that the greater 
magnitude and importance of the consideration of the 
business and rates of the two trunk line carriers con- 
centrated attention in that direction and therefore caused 
the inquiry on that subject and the facts concerning the 
same to eclipse the distinctions between those lines and 
the East Coast Line—distinctions which if otherwise 
taken under consideration should have produced a different 
result, 

As it follows from these views that the order in ques- 
tion as to the East Coast Line and its enforcement should 
have been enjoined by the court below, our duty is to 
reverse the action of that court and to remand the case 
to the proper district court with directions to grant the 
prayer of the East Coast Line and restrain the enforce- 
ment of the order in question, and it is so erdered. 


Reversed. 
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NEW DECISION 


THE TRAFFIC SERVICE NEWS BURBAU, 

Colorado Building, Washington, D. C. 

Commissioner McChord has written a report on I. and 

S. No. 357, drawing in question the reasonableness of 
increases ‘on lumber rates to Knoxville, in which he holds 
that the Southern has justified the increases from points 
on the Mobile division between Marion Junction and Mo- 
bile and from points between Selma, Ala., and Meridian, 
Miss. An increase from Decatur and Sheffield is held to 
be justified, but only to the extent of one cent. The hold- 
ing is that no increase from Huntsville has been justified. 


On the hearing the witness for the Traffic Bureau of 
Knoxville said that the proposed increase to 16 cents 
from points on the Mobile division would not bear a 
proper relation to rates from Georgia points to Knoxville. 
Commissioner McChord suggests that that can be reached 
in another proceeding. That question of relationship was 
the chief one brought out at the hearing, so it is assumed 
that there will be complaint against the relationship. 


APRIL OPERATIONS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Complete returns for railroad operations in April, 
published by the Interstate Commerce Commission, June 
17, show that month to have been less satisfactory than 
the corresponding month in 1913. It did not carry out 
the promise of the preceding month of 1914, which was 
for an increase in the volume of business and a com- 
paratively large gain in the net operating revenue, owing 
to the retrenchment begun last December. 

The net operating revenue for the whole country 
amounted to $58,302,542, or $258 per mile of line operated. 
In April, 1913, the revenue was $262 per mile. 

The net operating revenue for the eastern district 


amounted to $24,947,879, or $426 per mile. The net op- 
erating revenue for April, 1913, was only $422. 


The southern district, as on nearly every other sum- 
mary, shows a considerable gain in net operating reve- 
nue. The total was $9,405,060, or $223 per mile, as com- 
pared with $187 in 1913. 

The western district had a total net operating reve- 
nue of $23,949,602, or $191 per mile, as compared with 
$208 last year. 

For the ten months of the current fiscal year the 
showing is as follows: 


Country as a whole, $3,150, compared with $3,563 
last year; eastern district, $4,552, as compared with $5,609 
last year; southern, $2,617, as compared with $2,609 last 
year, and western, $2,670, as compared with $2,919 last 
year. 

The showing of railway operating income, which is 
what is left when accrued taxes and some other expenses 
are deducted, is less satisfactory than the net operating 
income. For the country as a whole for the ten months 
it was $2,642, as compared with $3,113 for the correspond- 
ing ten months of the preceding year; eastern district, 
$3,706, as compared with $4,851 last year; southern, $2,251, 
as compared with $2,282, and western, $2,275, compared 
with $2,573. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 52 


A meeting of the Western Classification Committee will be 
held at the rooms of the Pacific Coast Freight Bureau, 554 
Phelan Building, San Francisco, Cal., Tuesday, June 30, 1914, 
at 10:30 a. m., and at the Assembly Room of the Chamber of 
Commerce, Seattle, Wash., Wednesday, July 8, 1914, at 10:30 
a. m., for the hearing of petitioners and the consideration of 
subjects enumerated herein, and such other business as may 
be presented. 

89 Rule 28, page 12, Classification 52. 
Ist Section, Rule 28, now reads: 

‘Temporary lining or flooring, when required, must 
be furnished and installed in cars by shipper and at his 
expense.”’ 

The following substitute is proposed: 

“Temporary lining or flooring, when required for the 
protection of freight from heat or cold, must be furnished 
and installed in cars by shipper and at his expense.”’ 

90 Item 3, page 70, Classification 52. 
Plow Carts. E 
Petitioner requests following ratings EB. .c. Le, thisd 
class; C. L., minimum weight 24,000 Ibs., Class A 

Present ratings as Agricultural Implements Parts 
Other than Hand, first class and Class A 
Item 2, page 70, Classification 52. 

Disk Harrow Ball Boxes and Spools. 
Petitioner requests third class, L. C. L., in boxes, and 
inclusion in item 10, page 67. 
Present rating first class. 
92 Item 19, page 90, Classification 52 
Drawers, Bench, Manual Training. 
Petitioner requests first class. 
Present rating. double first class as Wooden Boxes 
empty, not otherwise indexed by name, not nested 
93 Bags, Second-hand. 
Petitioner requests one-half fourth class rating on second 
hand Bags, when not returned to the original consignors, 
the same as provided in Item 7, page 99, Classification 52 
94 Item 7, page 105, Classification 52. 
Tanks or Vats, wooden, not otherwise indexed by name. 
Petitioner requests fourth class on Wooden Tanks ! 
Vats, K. D., less than carloads 
Present rating third class. 
95 Item 7, page 105, Classification 52 
Cisterns, Tanks or Vats, wooden, not otherwise indexed 
by name, 
Petitioner requests addition of the words “and fixtures,”’ 
and change from 36,000 Ibs. to 30,000 Ibs. in the C. L 
minimum weight. 
96 Item 9, page 107, Classification 52 
Coffee, green. 
Petitioner requests fourth class on Green Coffee in single 
bags, the same as in double bags 

Present rating third class. 

97 Item 18, page 112, Classification 52 
Rope, Bale and Box. 
Petitioner requests same rating on shipments in coils or 
on reels, not burlapped, as on shipments in burlapped 
coils or on burlapped reels. 

Present rating second. class. 

98 Item 17, page-1l14, Classification 52 
Cotton, not otherwise indexed by name. 
Petitioner requests third class for shipments of Cotton 
in compressed bales. 

Present rating, in bags or bales, first class 

99 Item 44, page 116, Classification 52. 
Curtain Rods, tron, brass covered. 
Petitioner requests following ratings L. C. L., in bun- 
dles, third class; in boxes or crates, fourth class; C. L., in 
packages named, minimum weight 36,000 lbs.; fifth class. 

Present ratings: L. C. L., in bundles, D first class; 
in crates, one and one-half times first class; in boxes, 
first class: C. L., in boxes only, minimum weight 30,000 
lbs., fourth class. 

100 Item 9, page 122, Classification 52. 
Arc Light Globes. 
Petitioner requests first. class on shipments, in crates, the 
same as in barrels or. boxes, : 
101 Item 5, page 133, Classification 52. 
Fish, Fresh Oysters. 
Petitioner requests carload rating of second class, mini- 
mum weight 15,000 Ibs., on Fresh Oysters, instead of 
present rating of third class, minimum weight 24,000 Ibs: 
102 Items 26, 27, 28, 29, 30, 31 and 33, page 132, and Items 1, 
2, 3, 4 and 5, page 133, Classification No. 52, to be can- 
celed and the following substituted: 
Fish, Fresh, prepaid. 

Clams, Oysters or Scallops—Shucked (Clam, Oyster or 
Scallop. Meats): In tin cans in packages, L. C: L., 
first class; in iron or steel cans in packages or loose, 
L. C. L., first class; in oyster carriers. or refrigerators, 
L. Cc. L., first class; in metal cans in packages or 
loose, or in oyster carriers or refrigerators, straight or 
mixed C. L., minimum weight, 15,000 Ibs., second class. 
In shell: In barrels with cloth tops, second class;_in 
bags or barrels, L. C. L., second class; in packages 
named. straight or mixed C. L, minimum weight 
24,000 Ibs., third class; in bulk, C. L., minimum weight 
30,000 Ibs., third class. 
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Hard Shell Crabs, or Lobsters, Live: In barrels, boxes 
or crates, L. C. L., first class; in packages named, 
straight or mixed C. L., minimum weight 24,000 
third class. 

Soft Shell Crabs, Live: In barrels, boxes or crates, st 
class. 

Clams, Oysters or Scallops, in packages specified t 
L. C. L. shipments, and Live Hard Shell Crabs or 
Lobsters, in packages specified for L. C. L. shipments 
mixed C. L., minimum weight 24,000 Ibs., third class 

Fresh or Frozen Fish, not otherwise indexed by name 
In barrels with cloth tops, first class; in barrel 
boxes, L. C. L., first class; in packages named, C 
minimum weight 24,000 Ibs., fourth class; in bull 
L,. minimum weight 24,000 Ibs., fourth class. 

Clams, Oysters, Scaliops, Live Hard Shelli Crabs or L 
sters, in packages specified for L. C. L. shipms« 
and Fresh or Frozen Fish, not otherwise indexed by 
name, in packages specified for L. C. L. shipme 
mixed C. L., minimum weight 24,000 Ibs., third clas 

Other than Fresh. 

Shell Fish, Canned, Pickled or Preserved: In glass 
earthenware, packed in barrels or boxes, L. C. L., 
ond class; in glass or earthenware, packed in ba: 
or boxes, straight or mixed C. L., minimum we 
36,000 Ibs., fifth class; in metal cans in crates, L 
L., third class; in metal cans in barrels or bi 
L. C. L., fourth class; in metal cans in barrels, b 
or crates, straight or mixed C. L., minimum we 
36,000 Ibs., fifth class. 

Fish, other than Shell Fish—Canned, Pickled or Pre 
served, Dried, Dry Salted or Smoked: In glass 
earthenware, packed in barrels or boxes, L. C. L., 
ond class; in metal cans in crates, L. C. L., 
class: in metal cans in barrels or boxes, L. C 
fourth class; in packages named, straight or m 
Cc. L., minimum weight 36,000 Ibs., fifth class. 

Dried, Dry, Saited or Smoked: In bales, or bundles, I 
L., fourth class; in inner containers other than e 
earthenware or metal cans, in barrels, boxes or cr 
L. C. L., fourth class; in bulk in barrels, boxes 
crates, L. C. L., fourth class; in packages naz 1! 
straight or mixed C. L., minimum weight 30,000 
fifth class. 

Pickled: In bulk in barrels, kits, pails or tubs, L. C 
fourth class; in packages named, C. L., minin 
weight 30,000 Ibs., fifth class. 

Live, in metal tanks, Class D1. 
Fish Scrap or Acid Fish Scrap: In bags, L. C. L., 
class; in packages or in bulk, straight or mixed ( 
minimum weight 30,000 Ibs., class C. 12 

103 Item 1, page 140, Classification 52. 

Fresh Air Beds (Combination Sleeping Porch, Bed and 

Davenport). 

Petitioner requests fourth class, L. C. L., K. D., in crates 12 
Present rating, as Furniture, not otherwise indexed 

by name, first class. 

104 Item 1, page 140, Classification 52. 

‘‘In-a-Door”’ Bed. (Wali Bed.) 

Petitioner requests a specific item as first class for | 

L. shipments. 12% 
Present ratings are as provided for Furniture, not 

erwise indexed by name, S. U., in crates, or wrapped, « 

D1; K. D., tied in bundles, one and one-half times 

class: K. D., in boxes or crates, first class. 

105 Item 32, page 140, Classification 52. 

Cabinets: Music or Talking Machine Record Cabinets, or 2: 

Talking Machine Cabinet Racks. 

Petitioner requests first class rating, L. C. L., instead 
present rating of class D1 for shipments S. U., in crates 
or wrapped. 

106 Item 1, page 155, Classification 52. 

Honey in Comb. 124 
The following L. C. L. ratings are proposed: In boxes 

class D1 instead of first class; in boxes with glass front 

exposed, two and one-half times first class, instead 

class D1. 

107 Item 25, page 155, Classification 52. s 
Household Goods. 12% 
Classification reads: ‘‘When value is declared by shi} 
to exceed $10 per 100 lbs., [or value not stated].” 

Petitioner requests elimination of the words in br: 
ets in above. 

108 Item 1, page 156, Classification 52. 

Emigrants’ Movables. 12¢ 
Classification now reads: “The term ‘Emigrants’ M 

ables’ [will apply to property of an intending set 

only and] will include Tools and Implements of Calli: 

etc., etc. 

Petitioner requests elimination of the words in br 127 

ets in above. 

109 Item 6, page 157, Classification 52. 

“Soluble Suliphur.’’ 
Petitioner requests following ratings: L. C. L., t ! 128 
class; C. L., class C. 
Present ratings as Insecticides or Fungicides, <A: 
cultural, not otherwise indexed by name, other 
liquid, viz., L. C. L., second class; C. L., minimum we 
30,000 Ibs., fourth class. 

110 Item 6, page 157, Classification 52. 129 
“Tree Spray.” 

Petitioner requests fourth class, L. C. L., for shipme ts 
in metal cans in boxes, and in bulk in barrels. 

Present L. C. L., rating as provided for Insecticides 

Fungicides, Agricultural, liquid. 

111. .Item 13, page 162, Classification 52. 

“Ferox” Gas Purifying Material. ; 
Petitioner requests following ratings: In bags L. C. \». 130 
fourth class; in packages or loose, C. L., minimum wei:!t 
50,000 Ibs., ciass D. 
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Present ratings as Iron Rust or Oxide of Iron, in bags, 
barrels or boxes, L. C. L., fourth class; in packages 
named, C. L., minimum weight 36,000 lbs., fifth class. 
Item 26, page 164, Classification 52. 

Tank Lugs. 

Petitioner requests fourth class, L. C. L., in bundles, the 
same as when packed in barrels or boxes, and also re- 
quests that item be changed to read: ‘Lugs, Iron, for 
wooden tanks or wooden pipe.” 

113 Item 1, page 171, Classification 52. 

Hydrated Lime. 

Petitioner requests fourth class, L. C. L., in burlapped 
bags, the same as in paper-lined bags. 

Present rating second class. 

Item 14, page 171, Classification 52. 

Alcohol, other than Denatured or Wood. : 
Petitioner requests carload rating for Grain Alcohol in 
tank ears, when shipped to be denatured, at an estimated 
weight of 6.774 pounds per gallon. 

Item 17, page 171, Classification 52. 

Wine. 7 
Petitioner requests second class rating, carload ship- 
ments of Wine in tank cars, minimum weight basis 6,000 
gallons, subject to the following estimated weights: Reds 
and all vinos, 8.28 Ibs.; white, 8:26 Ibs.; sherry, 8.27 Ibs.; 
sherry material, 8.21 Ibs.; port, 8.53 lbs.; angelica and 
muscat, 8.59 Ibs. 

Item 9, page 181, Classification 52. 

Dredging Matchine Parts. 

Petitioner requests class A for C. L. shipments Dredging 
Machine Parts, consisting of Buckets, Pumps, Runners, 
Pipe, Pump Casings, Pump Shafts, Speed Casings, Cutter 
Knives, Spiders, Rings, Pinions, etc. 

Classification does not now provide carload rating for 

Dredging Machine Parts, other than Dipper Handles. 

Item 10, page 184, Classification 52. 

Seed Graders and Sorters. 

Petitioner requests C. L. rating, minimum weight 20,000 
lbs., not subject to Rule 6B. 

Present rating class A, minimum weight 24,000 Ibs., 
subject to Rule 6B. 

Item 21, page 187, Classification 52. 

Paper or Pulp Mill Screens. 

Petitioner requests reduction from first to second class. 

Item 16, page 188, Classification 52. 

Pumps, Power, other than Windmill. 

Petitioner requests that Power Pumps be added to Item 

6, page 66, with “Agricultural Implements, Other than 

Hand, and Agricultural Implement Parts, taking class A, 

minimum weight 24,000 Ibs.’’ 

Item on page 191, Classification 52. 

Gasoline Engine Parts. 

Petitioner requests a specific item at the rating now ap- 

plicable as Machinery, not otherwise indexed by name. 

Item 16, page 191, Classification 52. 

Automatic Gas Traps or Oil Well Gas Separators or 
Machines. 

Petitioner requests L. C. L. rating of fourth class. 

Present rating first class, as Machinery, not otherwise 
indexed by name. 

Item 16, page 191, Classification 52. 
Belt Lacing Clamps, iron or steel. 
Petitioner requests fourth class, L. C. L. 

Present rating as Machinery, not otherwise indexed 
by name, L. C. L., S. U., first class; K. D., in boxes, sec- 
ond class. 

Item 9, page 199, Classification 52. 
Music Records, metal or paper, perforated, in boxes. 
Petitioner requests rating first class. 

Present rating, one and one-half times first class. 
Petitioner requests second class rating when included with 
carload shipments of Pianos and Organs. 

Item 12, page 199, Classification 52. 

Muzzles, Animal. 

Petitioner requests third class rating on Animal Muzzles 
made of wire, nested in boxes, bundles or crates, which 
are now rated at first class, as Animal Muzzles or as Wire 
Goods, not otherwise indexed by name. 

Item 8, page 201, Classification 52. 

Acorns, White Oak. 

Petitioner requests same rating as provided for Hickory 
Nuts. 

Present rating as provided for Nuts, Edible, not oth- 

erwise indexed by name. 

Item 15, page 208, Classification 52. 

Kieselguhr. 

Petitioner requests L. C. L. rating of fourth class. 

Present rating second class in Item: ‘“Infusorial Earth or 

Flour.”’ 

Items 18 and 19, page 208, Classification 52. 

Dry Hides in mixed C. L. with Green Hides. 

Petitioner requests C. T.. rating fifth class on Dry Hides, 

when included with 30,000 Ibs. or more of Green Hides. 

Item 18, page 215, Classification 52. 

Plant Protectors, paper or pulpboard, tarred, folded flat 
in boxes. 

Petitioner requests fourth class rating. 

Present rating first class as Paper Goods, not other- 

wise indexed by name. 

Item 23, page 220, Classification 52. 

Waliboards, cement, plaster and sawdust, combined with 
paper facing. 

Petitioner requests four class rating, less than carloads, 

and lumber commodity rates for carload shipments. 

Present ratings: In boxes or crates, L. C. L., third 
class; in packages or loose, straight or mixed C. L., mini- 
mum weight 36,000 Ibs., class C. 

Items 2 and 3, page 227, Classification 52. 
Pottery: Chinaware and Porcelain Ware, Earthenware 
and Queensware. 


WORLD 1261 


Petitioner requests same L. C. L. rating for shipments 
in ordinary crates as for shipments in barrels, boxes, kegs 
or tierces, second class. 

Present rating one class higher, under Rule 8. 

Items 2 and 3, page 227, Classification 52. 

Pottery: Chinaware and Porcelain Ware, Earthenware 
and Queensware. 

Petitioner requests third class, L. C. L., rating for ship- 

ments in barrels, boxes, kegs or tierces. 

Item 3, page 227, Classification 52. 

Pottery: Earthenware and Queensware. 

Petitioner requests second class, L. C. L., rating for ship- 

ments in square crates, the same as provided for ship- 

ments in circular, slatted crates. 
Present rating first class, 

Item 3, page 227, Classification 52. 

Pottery: Earthenware, 

Petitioner requests third class L. C. L. rating on ship- 

ments in octagonal crates, the same as provided for bent 

wood crockery crates. 
Present rating first class. 

Item 7, page 227, Classification 52. 

Pottery: Stoneware. 

Petitioner requests elimination of “in barrels or boxes, sec- 

ond class,’’ and substitution of the following: ‘‘In barrels, 

boxes, casks, crates or hogsheads, weighing 1,000 Ibs. or 
less, fourth class; weighing over 1,000 lbs., third class. 

Petitioner also requests reduction from third to fourth 

class for Flower Pots, unglazed and unpainted, in crates. 

Item 7, page 227, Classification 52. 

Pottery: Stoneware. 

Petitioner requests the word ‘loose’ be eliminated and 

that shipments of Stoneware be refused unless packed in 

barrels, boxes, casks, crates or hogsheads. 

Item 22, page 229, Classification 52. 

Pumps, Hand or Windmill, cast iron or steel, not other- 
wise indexed by name. 

Petitioner requests third class rating, L. C. L., for Pumps, 

braces removed and wired to stands and handles wired 

closely to stands, loose in bundles, the same as now pro- 
vided for Pumps, K. D., wired in bundles. 

Item 7, page 231, Classification 52. 

Radiators, Engine Cooling. 

Petitioner requests addition of the words “and Fans.”’ 

' Present rating for Engine Cooling Radiator Fans, first 

class. 

Item 35, page 237, Classification 52. 

Paper Mill Rolls, composition or rubber covered. 
Petitioner requests that they be added to Machinery list; 
present rating in boxes second class, any quantity. 
Item 2, page 241, Classification 52. 
Alfaifa Seed. 
Petitioner requests that present L. C. L. rating for ship- 
ments in bags be limited to a net weight of 100 Ibs. per 
bag, and that seamless 16-ounce cotton bags with inner 
eotton sacks be required, the rating to be L. C. L., see- 
ond class, for shipments in bags not meeting these re- 
quirements. 

Item 23, page 243, Classification 52. 

Electric Signs, glass or glass and metal or wood com- 
bined: Not flat nor K. D. flat, in boxes, three times 
finst class; flat or K. D. flat, in boxes, class D1. 

Petitioner requests first class rating in boxes or crates, 

Item 24, page 243, Classification 52. 

Bill Posters’ Boards, galvanized iron, in sections. 

Petitioner requests third class, L. C. L., the same as ap- 

plies to Advertising Boards, wooden. 

Present rating as provided for Signs, Iron, Steel or 

Tin, enameled, galvanized or plain. 

Item 35, page 243, Classification 52. 

Silo Material. 

Petitioner requests change in this item to read: “Silo 

Material, consisting of Staves or Lumber cut to length, 

tongued and grooved, Silo Hoops or Bands, [Shoes or 

Lugs], and Silo Doors and Frames.”’ 

Present item is the same as above except the words 
in brackets. 

Items 8 and 10, page 247, Classification 52. 

Sprayers, except Hand. 

Petitioner requests these items be _ transferred to 

Machinery list, and that Sprayers, except Hand, be per- 

mitted to mix with Gasoline Engines and Power Pumps, 

at class A. 

Petitioner requests these items be transferred to the Ag- 

ricultural Implement list and be permitted to mix with 

Agricultural Implements, Other than Hand, in carloads, 

at class A. 

Item 8, page 251, Classification 52. 

Camp Stoves and Heaters combined, sheet iron. 

Petitioner requests third class, L. C. L. rating, loose, 

under description “Camp Stoves, K. D., ovens enclosed in 

fire boxes.”’ 
Present rating one and one-half times first class, in 
boxes or crates, and second class, K. D., flat in boxes. 

Item 10, page 262, Classification 52. 

Traps, Animal, steel. 

Petitioner requests second class, L. C. L., in bundles, en- 

closed in heavy burlap sacks. 

Present rating one and one-half times first class for 
shipments in sacks, and second class in barrels or boxes. 

Items 9 and 10, page 266, Classification 52. 

Dried Beans and Peas. 

Petitioner requests that shipments in single bags be rated 

at third class, L. C. L, and in double bags at fourth 

class, L. C. L., and that the following note be added: 
“Note: The rating for Dried Beans and Peas in dou- 
ble bags will apply when the inner bag is made of cloth 
or paper, either separate for the outer bag or pasted to 
it, if the both bags are securely closed at the mouth.” 
Present ratings in bags, L. C. L., third class, and in 
barrels or boxes, L. C. L.; third class. 
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147 Item 36, page 270, Classification 52. 

Self-Propelling Vehicle Bodies, finished, in the white. 
Petitioner requests the same ratings now applicable to 
Buggy, Carriage or Wagon Tops and Bodies, with tops 
attached, viz., S. U., in boxes or crates, three times first 
class; folded flat, wrapped, class Di; flat, in boxes or 
crates, one and one-half times first class. 

Present rating in boxes or crates, three times first 
class. 

148 Item 47, page 270, Classification 52. 
Self-Propelling Vehicle -Wheel 

Flanges. 
Petitioner requests addition to Item 4, page 271, at third 
class, L. C. L. 
Present rating first class in barrels, boxes or crates, 
as Metal Parts, not otherwise indexed by name. 

149 Item 47, page 270, Classification 52. 

Self-Propelling Vehicle Tire Holders or Brackets. 
Petitioner requests rating second class. 

Present rating first class, as Metal Parts, not other- 
wise indexed by name. 

150 Item 1, page 271, Classification 52. 
Self-Propelling Vehicle Rear Axies, with or 

Sprockets and Brake Drums attached. 
Petitioner requests second class in bundles or loose, the 
same as now applicable to Front Axles, Item 43, page 270. 

Present rating first class, in barrels, boxes or crates, 
as Metal Parts, not otherwise indexed by name. 

151 Item 2, page 271, Classification 52. 
Self-Propeiling Vehicle Springs. 
Petitioner requests third class, L. C. L., 
or crates. 

Present rating second class. 

152 Item 6, page 271, Classification 52. 
Self-Propelling Vehicle Wheels, without rubber tires, fin- 

ished, in boxes, crates or wrapped, L. C. L. 

Petitioner requests rating of first class. 
Present rating one and one-half times first class. 

153 Item 35, page 279, Classification 52. 

Kits, Fish, wooden, nested, covers rémoved and shipped 
separately in bundles. 
Petitioner requests third class, L. C. L., on these Kits, 
nested and bound together with rope, with covers in 
separate bundles. 
Present rating first class. 
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The Western Classification Committee Monday held 
hearings on Dockets 82, 83, 84 and 85. Docket 82 was 
taken up at 10 o’clock in the morning. It proposed 
changes on piling, iron and steel, cores and casings. 
F. A. Ogden of the Jones & Laughlin Steel Co., Chi- 
cago, M. N. Billings of the Illinois Steel Co., Chicago, 
and O. T. Carpentier of the Wemlinger Steel Piling 
Co. of Chicago discussed the proposed changes, which 
were taken under advisement. 

At 11 a.m. Docket 83, dealing with proposed changes 
on liquid chlorine, was discussed. John I. Logan, man- 
ager of the Industrial Appliance Co. of Chicago, and 
H. A. Zweig, also of the Industrial Appliance Co., ap- 
peared and voiced some slight objections to the proposed 
changes. They also represented the Electro Bleaching 
Gas Co. of New York. The committee took the matter 
under submission. At 11:30 a. m. the question of pro- 
posed changes on grain or seed graders and cleaners, 
Docket 84, was taken up. The appearances were Mr. 
Knoche and Mr. Wightman, Iowa State Manufacturers’ 
Association, Des Moines, Ia.; Mr. Dalzel, One Minute 
Manufacturing Co., Newton, Ia., and F. M. Smith, western 
representative of the Huntley Manufacturing Co., Silver 
Creek, N. Y. 

At noon, Docket 85, for the consideration of changes 
proposed on excavation braces, there were no appear- 
ances and the proposed changes were adopted. 


The Commttee met Tuesday morning for the considera- 
tion of Dockets 87 and 88, Docket 87 was for the consider- 
ation of changes proposed on plumbers’ goods. There was 


no one to oppose the proposed changes and they were 
adopted. 

Docket 88 contained proposed changes on mats and 
matting. H. B. Freck, of the Acme Steel Goods. Co. of 
Chicago, was the only one to appear at the hearing. He 
contended that iron or steel door mats should have a 
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third class rating. 
committee expressed belief that if such a concession were 
granted on iron and steel mats it likewise would ha 
to give a reduction in the wire mats. The question wa 
taken under advisement. 
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ADVANCED RATE CASE 


Washington, D. C., June 19.—A decision from the 
terstate Commerce Commission in the advanced rate cas 
is looked for hourly. Last week it was thought that th 
decision would come this week sure. Early this week som 
doubt developed. It was said then that the decision might 
be given out the latter part of the week, but that 
might go over until next week. There was no definite 
reason given for delay, but it was understood that the 
Commission was making a close study of the financial re- 
turns of the railroads so as to get an accurate appraise- 
ment of the trend of railroad finances. 

But now this reason—if it was a reason—for delay has 
disappeared. It is pointed out that the reports of railway 
operations which the Commission is believed to have been 
studying are as nearly complete as can be hoped for be- 
fore the time for summer adjournment, and there was a 
revival to-day of the expectation that the decision would 
be forthcoming by the end of the week. 

As to what the decision would be there was not much 
doubt. It was expected to allow some advances in Central 
Freight Association territory, and possibly in trunk line 
territory proper, and probably for some of the New England 
roads, where there is an opportunity for making increases 
that will be of benefit to particular carriers, without giv- 
ing most of it to carriers that are not in such crying need. 
The rest of the case was expected to be held open for 
“further consideration.” 

That the Commissioners are making a close study 0! 
financial returns so as to get an accurate appraisement of 
the trend of railroad finances may sound queer in the ears 
of shippers who have been told that their own necessities 
may not be taken as a controlling factor in the making of 
rates that will enable them to live, but it is a fact that can 
not be ignored that this advanced rate case has be- 
come one of public policy. The White House has plainly 
indicated that the President himself regards the pros- 
perity of the carriers as essential to the restoration of 
good business conditions. 





SPEED OF FREIGHT TRAINS. 

Answering the criticism that the railroads could in- 
crease their revenue by speeding up the movement of 
freight and increasing the average distance of twenty-two 
miles a day when calculating both fast and slow service, 
George H. Campbell, assistant to the president of the Bal- 
timore & Ohio Railroad, says: “The bald statement that 
cars are moved twenty-two miles a day is misleading. 
A railroad cannot always store its empty cars near the 
place where they will be needed. The freight cars are 
collated in order that they may be kept under supervision. 
Then, when cars are needed, they are moved to the in- 
dustry, which takes time, but is calculated against the 
average movement. Other delays are encountered over 
which the railroads have no control. Shippers are allowed 
forty-eight hours in which to load cars. These likewise 
enter into the calculations. After cars have started in 
transit the consignee has forty-eight hours’ addition»! 
in which to unload, all of which is counted against te 
running time.” 
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SUSPENDED TARIFFS | 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 


June 15, in I. and S. No. 475, the Commission sus- 
pended from June 20 until October 18 schedules in the 
following tariffs: 

Baltimore & Ohio Railroad Co.—Coal and Coke Series 
I. Cc. C. Nos. 1029, 1030, 1031, 1032, 1033. 

Buffalo, Rochester & Pittsburgh Railway Co.—Sup. 6 
to I. C. C. No. 4571. 

Coal & Coke Railway Co.—I. C. C. Nos. 266, 267. 

New York Central & Hudson River Railroad Co.— 
Sup. 5 to I. C. C. No. C-765. 

Pennsylvania Railroad Co.; Northern Central Railway 
Co.; Philadelphia, Baltimore & Washington Railroad Co.; 
West Jersey & Seashore Railroad Co—AA—I. C. C. No. 
651. 

The Western Maryland Railway Co.—TI. C. C. Nos. 
4843, 4844. 

The suspended schedules proposed increases on bitu- 
minous coal from Pennsylvania, Maryland and West 
Virginia to Philadelphia and Wilmington, Del., when des- 
tined to points inside the Delaware Capes and to Balti- 
more, when destined to points inside the Chesapeake 
Capes. The present rate from mines in the Gauley re- 
gion of West Virginia to Philadelphia via the Baltimore 
& Ohio Railroad is $1.60 per gross ton. The proposed 
rate is $1.67. 

Rates on bituminous coal from various other regions 
are likewise increased 7 cents per gross ton. 

May 18, in I. & S. No. 346, the Commission further 
suspended from June 21 until December 21 schedules 
in Sups. Nos. 2 and 3 to Wabash I. C. C. No. 3222. The 
suspended schedules contain new regulations governing 
the absorption of switching charges on carload ghip- 
ments of grain and grain products at Kansas City, Mo. 

May 12, in I. & S. No. 472, the Commission sus- 
pended from June 15 until October 13 Morgan’s Louisi- 
ana & Texas Railroad & Steamship I. C. C. No. 2829-B. 
The suspended tariff cancels distance class rates be- 
tween points on the Baton Rouge branch of that road, 
Lafayette, La., to Baton Rouge, La., inclusive, leaving 
no rates in effect which may be applied upon interstate 
traffic on and after June 15. 

May 12, in I & S. No. 474, the Commission sus- 
pended from June 15 until October 13 schedules in the 
following tariffs: 

Chicago, Milwaukee & St. Paul Railway—Sup. 2 to 

, M. & St. P., I. C. C. No. B-2857. 

C. C. McCain, agent—Sup. 18 to I. C. C. No. 10. 

Eugene Morris, agent—Sup. 18 to I. C. C. No. 403. 

R. H. Countiss, agent—Sup. 18 to I. C. C. No. 971. 

The suspended schedules proposed increased rates 
On mixed carloads of cement, lime, salt, stucco, plaster, 
roofing pitch, from St. Paul and Duluth, Minn., and other 
points to points in North Dakota and Montana. The 
present rate on such mixed shipments from St. Paul 
to Forsyth, Mont., is 35 cents, minimum 50,000. The 
proposed rate on cement between those points is 38 
cents, minimum 40,000 pounds; on plaster is 49 cents, 
minimum 30,000 pounds; on, lime is 35 cents, minimum 
30,000 pounds; on salt is 4344 cents, minimum 40,000 
pounds; on roofing pitch is 49 cents, minimum 40,000 
pounds, and such shipments may be forwarded in mixed 
carloads on basis of the highest rate and minimum 
Weight applicable to any commodity in the mixture. 
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May 12, in . & S. No. 471, the Commission sus- 
pended from June 15 until October 13 item No. 175, St. 
Louis & San Francisco I. C. C. No. 6706. It contains 
increased rates on grain and grain products from points 
in the states of Kansas and Nebraska located on the 
Chicago, Rock Island & Pacific to various points located 
on the St. Louis & San Francisco in Oklahoma. The 
increases appear to range from % to 3 cents per 100 
pounds. 

May 18, in I. & S. No. 390, the Commission further 
suspended from June 29 until December 29 item No. 
20-A, Sup. 15 to Atchison, Topeka & Santa Fe I. C. C. 
No. 5994. The suspended item carries increased rates 
on gypsum from Winslow, Ariz., to Los Angeles, Cal. 
The operation of this item was previously suspended 
from March 1 until June 29. 

May 18, in I. & §S. No. 388, the Commission further 
suspended from June 26 until December 26 the follow- 
ing tariffs: 

Pennsylvania Co.—I. C. C. F-529. 

The Pittsburgh, Cincinnati, Chicago & St. 
Ry. Co.—I. C. C. P-553. 

The Baltimore & Ohio Railroad Co.—I. 
12616. 

The Wabash, Pittsburgh Terminal Ry., West Side 
Belt Railroad.; H. F. Baker, receiver—Sup. 1 to I. C. C. 
No. 186. 

The Pittsburgh & Lake Erie Railroad Co.—Sup. lL 
to I. C. C. No. 1446. 

They contain new rules governing transit privileges 
on grain, feed, hay and straw at Pittsburgh, Pa., the 
operation of which was previously suspended from Feb- 
ruary 26 and later dates until June 26. 


May 18, in I. & 8S. No. 383, the Commission further 
suspended from June 21 until December 21, Washington & 
Rockville I. C. C. No. 2. 

The suspended tariff proposed increased passenger 
fares between Somerset, Md., and points in the District 
of Columbia, operation of which was previously suspended 
from February 21 until June 21. 


June 11, by sixteenth supplemental order in I. and 
S. No. 414, the Commission suspended from June 27 and 
later dates until September 5 schedules contained in tar, 
iffs named in said order. The suspended schedules cance} 
joint rates applicable to and from points located on the 
Moshassuck Valley Railroad and certain other small lines, 
which would result in an inerease in rates on such traffic. 

June 15, in I. & S. No. 476, the Commission suspended 
until October 17 items contained in the following tariffs, 
which were to become effeetive as indicated: 

The Atchison, Topeka & Santa Fe Railway: 
to I, C. C. No. 6346, effective June 19, 1914. 

F. A. Leland, Agent: Sup. 9 to I. C. C. No. 1014, ef- 
fective June 30, 1914; Sup. 9 to I. C. C. No. 1026, effective 
June 19, 1914. 

Eugene Morris, Agent: Sup. 9 to I. C. C. No. 419, effec- 
tive Jume 30, 1914; Sup. 9 to I. C. C. No. 442, effective June 
19, 1914. 

The suspended items contain new rules governing the 
stopping in transit of iron and steel articles for fabrication 
and reworking at points located on the Atchison, Topeka & 
Santa Fe, when the finished product is reshipped to points 
in Arkansas, Louisiana, Texas, Oklahoma or the Republic 
of Mexico. Under the present rules, carload shipments of 
tank, plate or sheet steel or iron may be shipped from 
Pittsburgh, Pa., for example, and stopped in transit at 
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Oklahoma City, Okla., and there manufactured into hop- 
pers or silos and same reshipped to Austin, Texas, at a 
through rate of 804%c per 100 pounds, plus a transit charge 
of 1% cents per 100 pounds. Under the proposed rules the 
rate on such shipments stopped for fabrication at Oklahoma 
City would be $1.26 per 100 pounds. 


INDUSTRIAL AND TAP LINES 


The application for a writ of mandamus directing the 
Commission to issue a positive order in the Industrial 
Railways case, made by independent shippers along the 
line of the Newburgh & South Shore (owned by the Ameri- 
can Steel & Wire Co.), has been placed in the pigeonhole 
for an indefinite period. That is the result of an agree- 
ment between Judge Day of Cleveland, attorney for the 
complaining shippers, and Dr. Needham, for the Com- 
mission, the understanding being that there is no neces- 
sity for the action, in view of the announcement by the 
Commission, that it intends issuing an order which will 
make the Industrial Railways matter a justifiable case. 
The attorneys appeared before Justice Anderson June 17 
and asked for an indefinite postponement fo the hearing, 
which was to have been held June 19. 

The idea is that the promised order will be put out 
some time next week. - The date of its issuance is not 
important now, because the summer vacation of the courts 
is about to begin and, even if the order were in the 
hands of attorneys, they would probably not be able to 
get a decision before fall. Attorneys for the industrial 
railroads and the independent shippers, so-called, are sat- 
isfied with the position assumed by the Commission as 
to its duty under conditions produced by the tap-line 
decision of the Supreme Court. It gives them an oppor- 
tunity to make a court test of the decision of the Com- 
mission that the roads mentioned in the report are not 
common carriers, but mere plant facilities. 

The conferences with respect to the restoration of 
the tap lines to the status of full-fledged common carriers 
with all the rights and obligations of such carriers have 
gone on all week without the making of an agreement 
as to how the restoration shall be accomplished. The 
discussion is altogether on the query as to how the work 
‘shall be done. What may be called the radical tap-line 
view is that a trunk line is not entitled to call on the 
Commission for help in arriving at a conclusion as to 
what division shall be made with a given tap line; that 
the Commission has no power or duty in connection with 
negotiations for divisions, and that the Commission can 
have no authority whatever until there is disagreement 
between the tap and trunk line as to what the division 
shall be, which disagreement results in damage to the 
shipping public. 

The radical contention is that after the agreement 
is made, the Commission can come in and charge that 
the division is so large that its payment, constittues a 
rebate. Such a charge, if made in the proper way (by 
means of an indictment is the usual way), brings the 
question back into court. 





Assuming allegations made by tap lines in their peti- 
tions for rehearing to be true, the query arises whether 
any division that fails to give an enormous profit over 
the cost of performing the service of getting the lumber 
to the rails of the trunk line, can be a rebate, even if 
it calls for a third or a half of the through rate. There 
are comparatively few tap lines that received divisions 
that gave them enormous earnings. 
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INTEREST ON OVERCHARGES 





THE TRAFFIC SERVICE NEWS BUR 
Colorado Building, Washington, I © 


Shall a carrier pay interest on overcharges? was the 


question argued back and forth Wednesday and Thurs 
day before Examiner J. Edgar Smith, 
thought, to dispose of small reparation claims, brought 
by W. J. McDairmid Co. against the Pennsylvania, th« 
Butter’s Lumber Co. against the Atlantic Coast Lin 
Mullins Lumber Co. against the Southern, Phosphate 
Mining Co. against the Seaboard Air Line and the Johi 
Dixon Co. against the Philadelphia, Baltimore & Wash 
ington et al. 

It was a “scrappy” session. M. P. Calloway objected 
to the consolidation of the cases because he said that 
would deprive some of the respondents of their free 
copies of the record. It was finally agreed that each 
respondent should get that part of the record relating 
to the case concerning itself. 

M. A. Winter of the Freight Audit Adjustment Co 
was placed on the stand in the McDairmid claim, which 
was rejected by the Pennsylvania when demand was 
made for interest on what was first admitted to be an 
overcharge on a shipment from North Carolina to Chester 
Pa. The Dixon case involved a shipment from North 
Carolina to Wilmington, Del. 

The Pennsylvania has consistently refused to pay 
terest, and the small amount of money involved is 
the issue. The question is as to whether a carrier shal 
pay interest. 

The various phases of the matter were discussed 
E. P. Bates, assistant freight manager for the Pennsy)- 
vania, W. C. Carpenter, counsel for some of the carriers 
and Messrs. Cassoday and Haines for the complainants 


HARDWOOD LUMBER RATES 





The deferred hearing on the proposed advanc« 
hardwood lumber rates from points in Louisiana and 
Arkansas, south of the Arkansas River, to Memphis 
Cairo, St. Louis, Kansas City and Omaha and Nebraska 
North and South Dakota territory, which was resumed 
June 1 before Examiner A. F. Gutheim of the Interstaté 
Commerce Commission at St. Loujs, was finished June 
6, after a long, hot session with two night meetings 
Twenty-eight traffic managers, representing ten railroad 
companies, testified. 


The purport of their testimony was that hardwood 
lumber could stand the proposed advance, as it is now as 
much needed as yellow pine for building purposes, and 
that the rate it bears is out of all proportion to that of 
yellow pine. There was much testimony to show that 
the railroads had worked for the interests of the hard 
wood lumbermen when the industry was young and t 
they had reduced rates to enable the hardwood me! 
meet the competition of other woods. Now, the triffi 
men thought the railroads were entitled to more 
pensation. 


introduced exhibits of lumber 
masses of statistics. Their claim was that the pro} 
advance would work great hardship at this time 
would practically put some of the men in the ind 
out of business, or at least take away all their p 


The lumbermen 
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CAR SHORTAGE—CAUSE AND REMEDY 


y W. P. Feder, Secy. Kansas Public Utilities Commission. 





Kansas stands on the eve of another harvest, which, 
from present indications will be a record breaker. The 
orts given out by those who keep in close touch 
h the conditions in the state place the growing wheat 
yield at the time this article is written, four weeks before 
harvest, as upwards of 130,000,000 bushels, or about one- 
rd more than the yield of any previous crop. The move- 
ment of this vast amount of wheat, to say nothing of the 
movements of other commodities at the same time, is a 
rplexing problem for the railway companies operating 
| the state, as well as for the officers charged with super- 
vising the service given by a carrier, so that all may be 
served alike. The prospective wheat crop, after all allow- 
ances are made, will of itself require 125,000 box cars 
of 1,000 bushels capacity each, which means an invest- 
ment of over $100,000,000, not considering motive power 
necessary to haul the loaded cars. This enormous move- 
ment will have the effect of confronting operating offi- 
cials, shippers, and those who stand between these two 
classes, namely, the Utilities Commission of our state, 
with many “car shortage” complaints, and it therefore 
behooves those interested to study the question and avoid 
in the greatest possible degree any occasion for com- 
plaints. 

The question of car shortage has been a troublesome 
me for the operating officials of the roads and the shipping 
public for many years, and up to this date no actual solu- 
tion has been found, nor has any scheme been devised 
to absolutely eliminate the trouble. State railroad com- 
missions, public service commissions, business organiza- 
tions, and even the Interstate Commerce Commission, have 
wrestled with the problem, only to secure but temporary 
relief. A number of cases have been taken to the Inter- 
state Commerce Commission by coal companies and ship- 
pers interested in the transportation of coal, and some 
indefinite rules have been. provided, but it must be borne 
in mind that the transportation of coal is a vastly differ- 
ent problem from the transportation of grain, in that any 
kind of a car built for hauling freight, save a flat car, 
can be used for coal, while only a box car in first-class 
condition can be used for grain. And again, the output 
of all mines is rated, and just what that amounts to per 
day is the amount that will be offered for shipment, while 
in the grain trade no such fixed rule of the amount offered 
for shipment obtains. 

Three Classes of Shippers. 


In the grain trade we have at least three different 
classes of shippers to deal with: 

First: The individual or concern that is in the grain 
business, buying and selling for the profit there is in it, 
and who is equipped with proper elevator facilities. 

Second: The co-operative concerns, which means 
farmers elevator companies, which primarily have been 
organized to handle the grain shipments of the members 
at a minimum cost, and who are probably not as exten- 
Sively equipped, or, at any rate, whose handling capacity 
is not as large as that of the commercial concern. 

Third: We have at many stations the track buyer. 

Then we also have two classes of points from which 
shipments are made—the competitive point and the non- 
Competitive point. Railway managers are only human, 
and they are desirous of securing for the line employing 
their services the greatest volume of business, and this 
desire extends down the line to the local official having 
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charge of car distribution on a division; hence they are 

very apt in time of heavy shipments and the consequent 
car shortage to favor the competitive point over the non- 
competitive point. In but one way can that be avoided, 
and that would be a system of reports to the Utilities 
Commission showing the numher of cars ordered by all 
stations and the cars supplied to all stations, and the grain 
offered, for a period of a week, for example; by check- 
ing up this report the Commission could ascertain if any 
favoritism was shown to any particular station or shipping 
interests, and avoid discrimination. 

The average grain buyer operating as a commercial 
proposition will claim that cars should be distributed on 
a basis of the capacity for handling business. This will 
operate to the detriment of the small buyer, and will put 
the track buyer out of business altogether. In other 
words, it would amount to an elimination of the weaker 
by the stronger. We will all agree that every man should 
have a chance in business and that the railroad com- 
panies are by law prevented from showing favors and 
must give the little man the same chance to do business 
as they do the large shipper; hence the rule that would 
please the large shipper would not work. Other shippers will 
claim that the volume of business handled by a concern 
for a stated period last passed would be the proper 
method, but this, too, has its drawbacks, as will become 
apparent to all who study the question. It would neces- 
sitate a new concern (or an old one that for some unpre- 
ventable occurrence had been for time put out of busi- 
ness) to start in with a mighty handicap, and force them 
under adverse conditions to establish themselves as ship- 
pers in the eyes of the carrier, by simply taking the 
leavings of the cars to be distributed after their competi- 
tors had been served. Other shippers will say that the 
amount of wheat on hand by a shipper should govern, but 
this would put the man who is trying to earn an honest 
dollar by becoming a track buyer out of business, because 
as a track buyer he would have no place to store his 
wheat on receiving it from the farmer, except to pile it 
on the ground, and therefore he would be crowded off 
the map as a shipper. 

The Demurrage Charge. 

Railroad companies have endeavored to secure the 
maximum service out of their equipment by assessing a 
charge against a shipper who in a given time from the 
placing of a carload shipped to him has not unloaded the 
car—a stipulated charge per day. This charge has in 
turn been regulated by legislatures, but yet it has not 
resulted in the desired effect.. We have with us those 
who seem to think that every railway company should 
possess a sufficient line of equipment so as to be able dur- 
ing the rare periods when crops are exceedingly heavy 
to, at any point on its line, produce the necessary cars 
to take care of the business. Those who hold this view 
do not reckon from the basis that the demand for cars 
varies with production of farm crops, and that to have 
a sufficient line of equipment to perform the task of trans- 
portation under that idea would mean the investment of 
many more millions of dollars by the companies for equip- 
ment which would rarely be used, and in turn would have 
to be paid for by the shipper. Every additional dollar 
that is put into railway property must by some means 
earn a return; there will be no money available with 
which to finance the carriers. This statement would be 
equally true if we had government ownership. 

It seems, then, that we have arrived at a point where 
there is but one conclusion, and that is the greatest: pos- 
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sible effort on the part of shipper and carrier co-operatively 
to handle the business, and the adoption of sane regula- 
tions by both sides to the shipping problem for doing so. 
And in making these rules one thing must be remembered 
by the shippers—that the railroad companies do not them- 
selves regulate the amount of any given commodity that 
constitutes a carload, but that such regulations are made 
by the Interstate Commerce Commission and various 
state commissions. For instance, an 80,000 pounds capac- 
ity car may have to be pressed into service to haul a 
load of 30,000 pounds of a given commodity, which under 
the regulations would be a carload for that commodity. 
In Kansas the carriers in the past year attempted to have 
the minimum carload weight raised in order that they 
might get the greatest possible service out of all equip 
ment, but in that they were unsuccessful. 


Causes of Car Shortage. 


In the hearing conducted by the Utilities Commis- 
sion on the above application it was found that there 
seemed to be four principal causes for annual car short- 
age, as follows: 

1. Failure of the carriers to add to their equipment 
proportionally with the increase in freight tonnage. 

2. Failure of the carriers to secure maximum use of 
such equipment as they have. 

3. The practice of the consignees in using cars for 
storage purposes. 


4. The practice of farmers in selling their grain from 
the machine. 


A hearing on this subject was recently held by the 
Interstate Commerce Commission, on the complaint of the 
Board of Railroad Commissioners of the State of Iowa 
vs. Chicago, Rock Island & Pacific Railway Co. et al., 
No. 5700, 29 I. C. C. 396-404. It seemed from the evidence 
offered that the only rule which even in part was in force 
in lowa was one that attempted to keep all elevators 
open. For instance, if one elevator was full and another 
elevator at that station could continue to store grain as 
received from the farmers, the effort would be to open 
the elevator that was closed by a reasonable preference 
in car supply. If both or all of the elevators at the sta- 
tion were full, the cars were distributed equally to ele- 
vators or shippers as needed for grain on hand ready to 
ship, without regard as to past requirements. 

Counsel for complainants in their brief in this case, 
in discussing equitable distribution, said: 


Regarding the details as to the methods or means of 
ascertaining the facts upon which the equitable distribution 
is to be made, we are unable to make any other suggestions 
than that the carriers be required to keep such record or 
Statistics concerning each station that they may have knowl- 
edge of the needs of each of the stations and shippers at such 
stations and be enabled to determine a proper and equitable 
distribution. 


This would be in line with my suggestion concerning 
weekly report of cars ordered and furnished. In this con- 
nection it would seem that if the monthly statistical re- 
ports of the carriers of business at each station, if complied 
so far as the movement of carload freight is concerned, 
were studied carefully in connection with the existing 
amount or prospective amount of movement from the 
stations, much could be done towards eliminating shortage. 


This puts the carriers and the shippers face to face 
to handle the problem as best they can. It is a serious 
and perplexing problem, on which the very best of rules 
that may be promulgated will have little effect unless the 
railroads and the shipping public work hand in hand. 
From a study of the efforts made by the various commis- 
sions to relieve shortages, we believe that the following 
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set of rules, promulgated by the Oregon Commission 
1913, if followed by all interested, will do much to relieve 
the situation. The rules were as follows: 


TO SHIPPERS. 


1. Order cars in writing, stating number wanted, time 
when and place where desired, kind of freight to be shipped, 
and the final destination. The application for cars should be 
made to the superintendent or general agent in charge of the 
railroad, or to the agent at the station or nearest the switc 
or siding where the cars are to be furnished. 

2. Load cars as promptly as possible and to full capacity 
Use only so much of the free time as is absolutely necessary, 
and give the railroad immediate notice when car is loaded or 
released. 

3. See that sufficient grain or other products are on |! 
to load cars to full capacity. 

4. Do not use cars for storage while waiting for deliveries 
to complete carloads. 

5. Do not order more cars than are absolutely needed. 


TO CONSIGNEES. 


6. Unload cars as promptly as possible. Do not impos: 
the free-time allowance, and give the company immediate not 
when car is released. 

7. Give disposition of all cars as quickly as possible after 
arrival at destination. 


TO RAILROADS. 


8. Repair all bad-order cars promptly and reduce tieir 
number to the minimum. 

9. See that the record of application for cars by shippers is 
maintained at each station, and also a car-distribution book at 
the office of each chief dispatcher. These are public records 
and subject to the inspection of any bona fide shipper who 
thinks he is being discriminated against. 

10. Place, without unnecessary delay, at point of order, all 
cars on which disposition is furnished by consignees, and ex- 
pedite movement of empties from central points to loading 
points. 

11. Move promptly all loaded cars from point of loading t 
destination. 


20 which might be added the following on recon- 
signments: 


Eliminate reconsignments just as far as possible, and when 
reconsignments seem absolutely necessary, place the recon- 
signing orders before car reaches point of reconsignment, so 
that there may be no delay at that point. If reconsigning could 
be eliminated car shortage would be materially reduced. 

In connection there should be a study of business by 
months of previous years from all stations, and a close 
supervision by the Commission of cars ordered and cars 
furnished, which should be reported every Saturday night 
The question is a difficult one and requires sound judg- 
ment, vigilance, and a give-and-take spirit in the business 
world. 


AS TO RULE 4. 





(Issued by Kansas Public Utilities Commission.) 


An erroneous impression seems to have gone abroad 
to the effect that the Public Utilities Commission has made 
some ruling concerning the handling of cars in grain 
shipments. No ruling—no set of regulations of any kind 
—has been made or published by the commission, but its 
secretary has made certain suggestions which we consider 
timely and pertinent. 

Nevertheless, it is not the wish of the commission 
that even a suggestion should be misconstrued; and 
neither rule nor suggestion should be so applied as to 
work a hardship or injustice upon anyone. These sug- 
gestions are substantially copied from those issued by the 
Oregon Commission, and No. 4 reads: 

Do not use cars for storage while waiting for deliveries t? 
complete carload. 

This is possibly liable to be misunderstood, but it 
certainly was not intended to preclude the buying of 
grain and loading of cars from wagons in the customary 
manner. Such manner of buying and loading is frequently 
the only real competition that exists in a wheat mar‘ét, 
and the small dealer must be protected as well as the 
larger one. No one honestly desiring to trade in grail 
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should be shut out of the market, and it is the desire of 
the commission that nothing emanating from this office 
should be construed to the prejudice of any dealer. 

As before stated, no ruling of the commission on this 
subject has been made or requested. The law itself makes 
positive provisions upon this matter, which no ruling of 
this commission could alter, and which we have no desire 
to modify in any way; but we think the suggestions of 
our secretary, if honestly and fairly applied in the give- 
and-take spirit recommended by him, will be of some 
assistance in preventing the shortage of cars usually in- 
cident to a large wheat crop. 


CONSULAR AND TRADE REPORTS 


Traffic at Durango, Mexico. 

The National Lines, which control] all railroads oper- 
ating in this district, report a most disastrous year. The 
losses from wanton destructions of rolling stock, bridges, 
and trackage have been enormous, as a consequence of 
which most lines remained idle throughout the year. At 
the beginning of the year great activity was noticeable 
in pushing to completion several different lines of rail- 
way which have been under construction for several years, 
but increased revolutionary activity and the impossibility 
of obtaining the necessary supplies brought all such work 
to a standstill early in the year. 

The remaining 12 miles of the Durango-Llano Grande 
Railroad were completed early in the year, and trains are 
now running to Llano Grande, 103 kilometers (64 miles) 
due west of Durango City. The railroad, which has opened 
up some of the rich timber belts in the western part 
of the state, is now being used primarily as a wood 
purveyor to supply the railroad locomotives with fuel. 
The projected extension from Llano Grande westward 
across the Sierra Madre to Mazatlan has been indefinitely 
postponed on account of impossible working conditions. 

A few more miles of trackage were laid on the Canitas 
branch railroad, which is to supply Durango with a much- 
needed short line to Mexico City and other points in the 
south central portion of the Republic, before disturbed 
conditions forced an indefinite suspension of construction. 
Although all surveys had been completed and all pre- 
liminary details worked out on the Nazas & Pacific Rail- 
road branch line from Tepehuanes to Guanacevi, an im- 
portant mining camp in the northern part of the state, 
the company did not consider that conditions warranted 
the actual beginning of construction work. 





New Railroad Opened in Russia. 

The Odessa-Bakhmut Railroad, which was opened for 
traffic in Febraury, 1914, reduces the distance from Odessa 
to Moscow by 130 miles and to St. Petersburg by 114 
miles. It traverses the northeastern part of the Govern- 
ment of Kherson and will solve the problem of grain 
transportation for this section. Steps are being taken 
for the construction of a railroad between Odessa and 
Okkerman, and various plans have been discussed for 
direct connection with Nikolaief, which is now reached 
by a circuitous land route or by sea. 

Each year American goods are becoming more promi- 
hent in the shops of the district. Much American hard- 
Ware is found at the principal dealers, and miniature 
American flags are attached as an advertisement to ar- 
ticles of haberdashery. American boots and shoes were 
taken up here to a limited extent about two years ago. 
To-day several haberdashery shops represent our makes, 
and during 1913 a prominent boot and shoe firm that has 
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always dealt in Russian, French and German makes gave 
up its whole window space for the exhibition of a well- 
known American product. High-priced American shoes 
do not find a ready sale, but American exporters who 
have placed on sale a medium-priced shoe adapted to 
Russian requirements are meeting with success. Russian 
manufacturers are copying American lasts. 


Harbor Improvements at Belfast. 


To accommodate large vessels fitting out in the harbor 
a new deep-water wharf is in course of construction, which 
will be 1,000 feet long by 150 feet wide, and permit a depth 
of 32 feet at ordinary low-water level and 40 feet at high- 
water level. The estimated cost is about $365,000. Another 
plan in contemplation is the widening and deepening 
of the south end of the Musgrave Channel and the build- 
ing of a jetty 550 feet long, at a cost of about $219,000. 

Although much has been done to foster the ship- 
building industry, the interests of the merchant marine 
have not been negletced. To provide for the require- 
ments of the general trade of the port, a goods shed, 
costing about $24,000, is almost completed, and a timber 
wharf of about 250 feet has been constructed; an electric 
crane of 120 tons lifting capacity and four electric cranes 
of five tons lifting capacity each have been ordered. 
Plans have been prepared in connection with the pro- 
posed transference of coal steamers from one quay to 
another with a view to relieving congestion and to ac- 
commodate the cross-channel freight-carrying steamers. 

The cost of maintaining the harbor has greatly in- 
creased in recent years, and the capital charges upon 
revenues have also been substantially increased by the 
execution of important works. The tonnage act of 1907, 
effective Jan. 1, 1914, will increase considerably the net 
register tonnage of many vessels, particularly home-trade 
(British) steamers, by making certain limitations in the 
deductions allowable under the act of 1894. The harbor 
dues are charged on the net register tonnage, and the 
increase in the amount payable by the steamship com- 
panies is estimated at approximately $48,650 annually. 

Shipping in 1913 experienced exceptional prosperity. 
During the last two or three months of the year, how- 
ever, there was a falling off in the demand for tonnage, 
and freights reached the lowest point of the year. Re- 
garding freight rates from Liverpool to New York, it 
was pointed out at the annual meeting of the local cham- 
ber of commerce that much time had been devoted during 
the year in an endeavor to induce British steamship 
companies to meet the rates offered by continental lines 
to shippers from continental ports, but, notwithstanding 
the strong representations made, the companies insist 
on maintaining their present high rates. 





ADAMS GETS PERE MARQUETTE. 


The Adams Express Co. has closed a contract with 
the Pere Marquette Railroad to take over the express 
business now operated by the United States Express Co., 
which is going out of business. H. C. Brooke, general 
agent of the Adams Express Co. at Chicago, says that 
after July 1 the Adams Express Co. will take charge of 
the express business of the Delaware, Lackawanna & 
Western and the Chicago-Milwaukee Electric railroads. 
The former is the last of the steam railroads now being 
operated over by the United States Express Co. to be 
assigned to another company. Mr. Brooke said his com- 
pany would soon establish express offices along the course 
of the electric railroad from Evanston to Milwaukee. 
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Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 

In this department we shall answer simple questions relat- 
Ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Right of Consignee to Refuse Injured Goods. 


INlinois.—‘“‘Fifty cases honey arrived at destination in 
bad order. Carriers acknowledge 15 cases were in bad 
order when shipment was unloaded for delivery. Con- 
signee refused same on this account, and we are called 
upon for disposition. We responded by advising carrier 
to dispose of shipment where it was and that we would 
expect invoice price in settlement, or, if they cared to 
return same to us, we would allow them all the salvage 
possible in disposing of it. We also called their attention 
to the possibility of the shipment being in worse con- 
dition when it reached us, which was the case on account 
of handling. Carrier returned shipment. We handled 
same to the best possible advantage, filing claim for the 
difference in the amount realized and the invoice price, 
plus the freight charges on shipment both ways and 
a small labor charge, amonuting in all to $67.39. Carriers’ 
claim department offers to settle on the basis of the 
condition of the shipment at it appeared to them and 
their witnesses, when offered for delivery to consignee, 
namely, $28.75. This we have refused on the grounds they 
are liable for the total loss to the shipment up to the 
time it was returned to us.” 

If the shipment was a straight consignment from 
consignor to consignee, and was not entirely worthless 
on delivery at destination, the consignee should not have 
refused acceptance and the consignor should not have 
given the carrier any disposition orders concerning the 
same, but should have stood upon his legal right to re 
cover from the consignee for the purchase price. The 
measure of damages for which the carrier was liable 
is the invoice price for that part only of the goods that 
was injured upon arrival at destination point; and this 
rule holds especially true when the shipment is in pack- 
ages, by reason of which it would be comparatively easy 
to separate the good from the bad. 


* * * 
Claims Against Carriers. 


California.—‘“It has become the practice of some Cali- 
fornia carriers of late, on certain kinds of loss and dam- 
age claims covering perishable freight, to withhold settle- 
ment, after investigation has been completed and liability 
established, until all papers have been sent each inter- 
mediate carrier and authority obtained from the interested 
lines to assume their proportion of the claim, in accord- 
ance with the rules of the Freight Claim Association. As 
the views of the various freight claim agents concerning 
liability on these claims differ, it is difficult to get them 
all to consider these matters in the same light, causing 
delay in making settlement to the shipper. Where such 
claims have been paid without obtaining the authority 
mentioned, it has been necessary for the line settling claim 
to arbitrate the claim before the Freight Claim Associa- 
tion Arbitration Committee, as well as the Appeal Com- 
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mittee, whose decisions, in many instances, have been 
neither in accordance with the law, which provides for 
settlement of these claims, nor with the settlement already 
made. These contrary decisions have caused the initial 
carriers to become more or less cautious in paying these 
claims, not wishing to burden their suspense accounts, 
not knowing whether or not the interested lines would 
assume their proportion, bringing about the result men 
tioned above. 

“In view of the foregoing, we should like to know if 
there is any way by which we can obtain payment of our 
claims which have been investigated and found by the 
initial carrier to be justly due, without delay, and with 
out the necessity and expense of going to court and bring: 
ing suit in each instance? If not, and we are obliged to 
sue to recover what we are entitled to, is there not some 
provision whereby the expense to which we have been 
put, such as court costs and attorneys’ fees, is chargeable 
to the carrier against whom judgment might be rendered?” 

The Carmack amendment clearly gives the owner the 
right to recover from the initial carrier any losses he 
incurs, but it does not provide that the same must be 
paid immediately on determining the correctness of the 
claim. The Commission, though, has held, in rule 236 
Conference Rulings, Bulletin 6, that it is not a proper 
practice for railroad companies to adjust claims imme- 
diately upon presentation and without due investigation 
nevertheless, the Commission has taken cognizance of 
many unreasonable delays by the companies in effecting 
settlements of just claims, and has on several occasions 
severely criticized and condemned the carriers for the 
same. The rules now in effect by the Freight Claim 
Association were formulated primarily to provide a basis 
for the settlement of claims as between the carriers them- 
selves; but as they have no binding force and the asso 
ciation is without power to enforce the application, many 
shippers justly believe that the rules are of no benefit 
to them. There is at present no positive rule by the 
Commission which requires the carriers to settle more 
promptly just claims, but the Commission has held a 
number of joint deliberations with the Freight Claim As 
sociation, and is expecting to formulate some rules for 
the investigation and settlement of claims in harmony 
with the requirements of the act, and which will result 
in a more prompt settling of the claims of shippers against 
carriers. 

Whenever an action is instituted in the courts based 
upon some just claim against the carrier, and judgment! 
is given in behalf of the shipper, the costs of such action 
together with reasonable attorneys’ fees, are usually 4! 
lowed either by the court or by statutory law. 


*” * * 


Shipments Should Not Be Routed Via Rail and Water in 
Absence of Instructions. 


Georgia.—“‘A shipment of goods delivered to a carrie! 
destined to a point in New York, reached via the all-rai! 
route and indirectly via the rail-water route. The tarif 
shows that most of the points carried are reached 00)! 
via the all-rail route, but applies to certain points via th 
rail-water route, and includes marine insurance in 
tain territory, but does not show that marine insure ct 
is included in the rate from the point of origin to ‘! 
point of destination of the shipment of goods in ques! 02 
These goods were delivered to carriers unrouted, and he 
shipper naturally supposed that carrier’s agent would vill 
the goods via the all-rail route, as the rail-water route 
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carrier’s agent billed the shipment via the rail-water 
route, without notifying shipper or giving him an op- 
portunity to take out marine insurance, if necessary, to 
protect him against loss, even at additional cost. The 
goods in question were lost on steamer, which was sunk 
in collision with another vessel. The owners of the 
steamer line decline to pay for goods, saying that the 
rate applying via the line did not include marine insur- 
ance. The initial rail carrier also denied responsibility, 
saying it was the duty of shipper to route the goods on 
the bill of lading or shipping ticket. Under Conference 
Ruling, 214 (c), also (d) in the absence of routing by 
shipper, carrier’s agent should have billed the goods via 
the route carrying the lowest rate, which in this case 
was all-rail and included insurance, while the rail-water 
route via which shipment was billed did not include 
marine insurance.” 

In rule 190, Conference Rulings, Bulletin 6, the Com- 
mission held that carriers should take into consideration 
the liabilities of carriers and the question of marine 
insurance upon water-borne traffic, and inasmuch as rule 
214, paragraphs c and d, ibid. place the duty on the 
initial carrier of routing shipments not specifically routed 
by the shipper via the cheapest reasonable route known 
to the carrier, whether all-rail, or rail-and-water, it is our 
opinion that the initial carrier is properly chargeable with 
misrouting the shipment in question. 

*« * * 
Freight Consigned to Junction Point and Reshipped to 
Evade Higher Through Rate. 

Nebraska.—“We shipped a car of material where the 

through rate was higher than the combination of local 
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rates. We billed the shipment to a junction point, paid 
the charges and furnished the carriers with a new Dill 
of lading, advancing out the charges paid up to the junc- 
tion point. Charges were collected on the combination 
of local rates, but the carriers are now after us to collect 
an undercharge based on the through rate. Are the 
carriers justified in trying to collect on the basis of the 
through rate? Can you quote us ruling from the Inter- 
state Commerce Commission as to which is the proper 
rate to collect charges on?” 

In the case of Wood Butter Co. vs. C. C. & St. L. 
Ry. Co. et al., 16 I. C. C., 374, citing other cases, the 
Commission held that a shipper has the right to consign 
a shipment to a given point, pay the charges upon it, 
assume custody, and take possession of the property, and 
later reship it to another point under rates lawfully ap 
plicable to such reshipment; but that a carrier’s agent 
may not act as forwarding or reconsigning agent for the 
shipper for the purpose of evading the higher through 
rate. F 


Some carriers, however, maintain that when the com- 
bination of local rates are intrastate, instead of inter- 
state, that on interstate shipments the higher through in- 
terstate rate must be applied, on the ground that the Act 
to regulate commerce, and not the local law of the state, 
must govern such shipments, as decided by the United 
States Supreme Court in the Croninger case; and, further, 
that it is the character of the service rendered, and not 
the manner in which goods are billed, which determines 
the interstate character of the service, in accordance with 
the holding of the same court in the case of the United 
States vs. Union Stock Yard & T. Co., 226 U. S., 286. 





Docket of The Commission 


Note.—Items in the Docket marked with an asterick (*) are 
new and have not been carried In the publication during the 
preceding week. 





June 23—Los Angeles, Cal.—Examiner Pugh: 
6046—Lee, Chamberlain & Co. vs. D. & R. G. R. R. Co. et al. 
6515—Coaling, Water and Electric Co. vs. Gulf, Colorado & 
Santa Fe Ry. Co. et al. 
6517—General Construction Co. vs. A. T. & S. F. Ry. Co. et al. 


June 23—Minneapolis, Minn.—Examiner Henderson: 
6561—McCaull-Dinsmore Co. vs. Mo. Pac. Ry. Co. et al. 
6673—McCaull-Dinsmore Co. vs. C. M. & St. P. Ry. Co. 
woe Lumber and Grain Co. vs. C. M. & St. P. 

y. Co. 
6639—Gamble-Robinson Co. et al. vs. Chicago Great Western 
R. R. Co. et al. 

June 23—Minneapolis, Minn.—Examiner Henderson: 

* Fourth Section Application No. 2045 of Ill. Cent. R. R. Co. 

* Fourth Section Application No. 2855 of C. M. & St. P. Ry. Co. 

* Fourth Section Application No. 3786 of C. & N. W. Ry. Co. 

In connection with 
* 6561—McCaull-Dinsmore Co. vs. Mo. Pac. Ry. Co. et al. 


June 24—Marshall, Tex.—Examiner Flynn: 
6855—Marshall Car Wheel and Foundry Co. vs. T. & P. Ry. 
Co. et al. 
June 24—Detroit, Mich.—Examiner Brown: 
6534—Huron Portland Cement Co. vs. L. V. R. R. Co. et al. 
6842—Buick Motor Co. et al. vs. P. & R. Ry. Co. et al. 
6718—Oakland Motor Car Co. vs. Grand Trunk Ry. Co. of 
Canada et al. 
Fourth Section Application No. 1548 of the Southern Ry. Co. 
June 24—Minneapolis, Minn.—Examiner Henderson: 
(in connection with Drake Marble and Tile Co. vs. the Sou. 
Ry.. Co., Docket No. 6827). 
Juné 24—Minneapolis, Minn.—Examiner Henderson: 
6522—E. P. Stacy Fruit Co. vs. Northern Express Co. et al. 
6783—Drake Marble and Tile Co. vs. N. Y. Cent. & Western 
Ry. Co. et al. 
|. & S. 404—Transit privileges on grain and grain products 
at St. Croix Falls, Wis. 
June 25—Washington, D. C.—Examiner Berry: 
6746—Eastern Shore Development S. S. Co. vs. B. & O. R. R. 
Co. et al. 
June 25—Memphis, Tenn.—Examiner Hines: 
6390—-Memphis Freight Bureau vs. St. L. IL. M. & S. Ry. Co. 
et al. 
June 25—Beaumont, Tex.—Examiner Flynn: 
6501—Charles L. Wallis vs. T. & N. O. R. R. Co. et al. 








$754—Chamber of Commerce of the City of Beaumont vs. 
G. C. & S. F. Ry. Co. et al. 

Fourth Section Application No. 625. 

6594—-Beaumont Iron Works vs. G. C. & S. F.-Ry. Co. 


June 26—San Francisco, Cal.—Examiner Pugh: 
on Jose Chamber of Commerce et al. vs. A. T. & S. F. 
et al, 
t. & S. 405—Transcontinental class and commodity rates to 
and from Marysville, San Jose and Santa Clara, Cal. 
6803—G. W. Hume et al. vs. Sou. Pac. Co. et al. 


June 26—Saginaw, Mich.—Examiner Brown: 
bar ee ge Bean Jobbers’ Assn. vs. Grand R. & I. Ry. Co. 
et al, 
|. & S. 439—Transit Regulations on grain and dried beans at 
points on the Michigan Central R. R. 
See Milling Co. et al. vs. Mich. Cent. R. R. Co. 
et al. 


June 26—Duluth, Minn.—Examiner Henderson: 
ee ee Co. vs. Northern Pacific Ry. Co. 
et al. . 
6274—Duplex Mfg. Co. vs, C. M. & St. P. Ry. Co. 
6650—Bradley Timber and Ry. Supply Co. vs. Minn. & Int 
Ry. Co.. et al. 


June 27—Port Arthur, Tex.—Examiner Flynn: 
6001—Basin Supply Co. vs. Texarkana & Ft. Smith Ry. Co. 
a Arthur Rice Milling Co. vs. T. & N. O. R. R. Co. 
et al. 


June 29—St. Louis, Mo.—Examiner Hines: 
1. & S. 422—Export rates on grain and grain products from 
Kansas City, Mo.-Kan., to Port Arthur, Tex. 
June 29—Portland, Ore.—Examiner Pugh: 
6490—Anson, Gilkey & Hurd Co. et al. vs. Sou. Pac. Co. et al. 
6523—City of Astoria, Ore., vs. Spokane, P. & S. Co. et al. 
June 29—Kalamazoo, Mich.—Examiner Brown: 
6625—Michigan Paper Mills Traffic Assn. et al. vs. A. T. & 
S. F. et al. 
June 29—Washington, D. C.—Examiner Wood: 
6837—Wright Coal and Coke Co. vs. Hagerstown & Frederick 
Ry. Co. et al. 


June 29—Atlanta, Ga.—Examiner Watkins: 

* 6752—International Agricultural Corporation vs. A. & W. P. 
R. R. Co. et al. 

* 6883—Yellow Pine Sash Door and Blind Mfrs. Assn. et al. vs. 
Sou. Ry. Co. et al. 

June 30—Portland, Ore.—Examiner Pugh: 

ri’ apy ee Chamber of Commerce vs. C. M. & St. P. Ry. 

Co. et al. 
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June 30—San Antonio, Tex.—Examiner Flynn: 
6740—S. C. Timpson Brokerage Co. vs. Ariz. East. R. R. Co. 
et al. 


June 30—Washington, D. C.—Examiner Wood: 
6882—Illinois Leather Co. et al. vs. Sou. Ry. Co. et al. 
June 30—Portland, Ore.—Examiner Pugh: , 
6143—Idaho Junk House et al. vs. Ore.-Wash. R. R. & Nav 
Co. et al. 
6252—Fleischner, Mayer & Co. vs. Nor. Pac. Ry. Co. et al. 


July 1—Portland, Ore.—Examiner Pugh: 
6260—Salem Iron Works et al. vs. Sou. Pae. Co. et al. 
6283—Northwestern Fruit Exchange vs. Payette Valley R. R. 
6293—Pacific Fruit and Produce Co. vs. Sow. Pac. Co. 
63Ls--Monroe & Criswell vs. Ore.-Wash. R. R. & Nav. Co. 

et al. 

July 1—Chicago, IlL—Examiner Brown: 
6641—National Assn. of Ice Cream Mfrs. 

Co. et al. 

July 1—Waco, Tex.—Examiner Flynn: 
6198—Wm. Cameron & Co. vs. St. L. & S. F. R. R. Co. et al. 
6427—Wm. Cameron & Co. vs. Tex. & Ft. S. Ry. Co. et al. 
See Grocery Co. vs. M. La. & T. R. R. & S. S. Co. 

et al. 

July 1—St. Louis, Mo.—Examiner Hines: 
6890—Coal Operators’ Traffic Bureau of St. 

R. R. Assn, of St. Louis et al. 

July 1—New York, N. Y.—Commissioner Hall: 
5421—Private wire contracts. 

July 2—New York, N. Y.—Commissioner Hall: 
5130—W. N. White & Co. vs. Western Union Telegraph Co. 

July 2—Chicago, Ill—Examiner Brown: 

1. & S. 419—Rules governing shipments of packing house 
products and other freight shipped in peddlar cars. 

a | 2—Stamford, Tex.—Examiner Flynn: 

2 


vs. Adams Express 


L. vs. Terminal 


8—Stamford Cycle Co. vs. A. T. & S. F. Ry. Co. et al. 
July 2—Portland, Ore.—Examiner Pugh: 
6493—California Corrugated Culvert Co. vs. Ala. Gt. Sou. 


R. R. Co. et al. 
6675—Dant & Russell vs. Gilmore & Pittsburgh R. R. Co. 
July 6—Seattle. Wash.—Examiner Pugh: 
1. & S. 391—Transit privileges on carload shipments of fish. 
\. & S. 399—Rates on melons from California points. 
July 6—El Paso, Tex.—Examiner Flynn: 
6714—Krakauer, Zork & Moyes vs. Pecos & Nor. Tex. Ry. Co. 
et al 
6416—McArthur Bros. Co. vs. El Paso & S. W. Co. 
= Valley Oil and Cotton Co. vs. Sou. Pac. Co. 
et al. 
July 6—Boston, Mass.—Commissioner Hall: 
6785—New England Paper and Pulp Traffic Assn. 
M. R. R. et al. 
July 6—Chicago, Ill—Examiner Brown: 
6687—F. W. Stock & Sons vs. C. M. & St. P. Ry. Co. et al. 
July 6—Jacksonville, Fla.—Examiner Watkins: 
* 1. & S. 393—Rates on tomatoes from Jacksonville, 
St. Paul, Minn., and other points. 


July 7—Chicago, Ill.—Examiner Brown: 
6796—San Toy Coal Co. vs. Akron, 
Ry. Co. et al. 
July 7—Pensacola, Fla.—Examiner Watkins: 
|. & S. 445—Cotton rates to Pensacola, Fla. 
July 8&—Chicago, Ill—Examiner Brown: 
1. & S. 428—Class rates from Terre Haute, Ind.. and other 
points to Kansas City, Mo., and other destinations. 
July 8—Boise, Idaho.—Examiner Pugh: 
6280—Boise Lumber Co. vs. Pacific & Idaho Nor. Ry. Co. et al. 
July 8—Jackson, Miss.—Examiner Watkins: 
* 1. & S. 381—Illinois Central R. R. reconsignment charges. 
July 9—Chicago, I1l—Commissioner Hall: 
5421—Private wire contracts, 
July 9—Roswell, N. M.—Examiner Flynn: 
5507—J. M. Hail & Co. vs. A. T. & S. F. Ry. Co. et al. 
July 9—Boise, Idaho—Examiner Pugh: 
6712—Public Utilities Commission of State of Idaho vs. O. S. 
L. R. R. et al. 
July 10—Oklahoma City, Okla.—Examiner Watkins: 


vs. B. & 


Fla., to 


Canton & Youngstown 





|. & S. 446—Rates on iron and steel articles to points in 
Oklahoma, 
July 10—Milwaukee, Wis.—Examiner Brown: 
6446—City of Milwaukee vs. C. M. & St. P. Ry. Co. et al. 


|. & S. 450—Switching rates at Milwaukee, Wis. 


July 10—Boise, Idaho—Examiner Pugh: 
SS Falls Power and Irrigation Co. 
R. R. Co. 


July 11—Amarillo, Tex.—Examiner Flynn: 
6258—Fifer Caudle vs. Union Pac. R. R. Co. et al. 
6440—Fifer Caudle vs. Union Pac. R. R. Co. 


July 13—Wichita, Kan.—Examiner Watkins: 


74 U...@.. &. 


6799—Wichita Business Assn. vs. A. T. & 8S. F. Ry. Co. et al. 
July 13—Woodward, Okla.—Examiner Flynn: 
6737—J. H. Criswell vs. Wichita Falls & N. W. Ry. Co. et al. 
July 13—Colorado Springs. Colo.—Commissioner Hall: 
6886—Montrose and Delta Counties Freight Rate Assn. vs. 
D. & R. G. R. R. et al. 
6887—-Montrose and Delta Counties Freight Rate Assn. vs. 
D. & R. G. R. R. et al. 
6888—Montrose and Delta Counties Freight Rate Assn. vs. 


D. & R. G. R. R. et al. 
July 13—Chicago, Ill.—Examiner Esch: 
* 6223—Tanners’ Supply Co., Ltd., vs. L. & N. R. R. Co. et al. 
* 6394—In the matter of stoppage in transit to complete loading 
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and for partial unloading of live stock transported from 
to points in Western Classification territory. ; 
. & S. 410—Stopping in transit privileges at points west 
the Mississippi River. 
* 4972—Martin & Son et al. vs. C. & N. W. 
* 5850—Hoyt & Bergen vs. C. & N. W. Ry. Co. 
July 14—Peoria, l1l.—Examiner Brown: 
6684—Chicago, Ottawa & Peoria Ry. vs. C. & N. 
et al, 
July 14—Colorado Springs, Colo.—Commissioner Hall: 
6876—Alliance Alfalfa Hay Co. vs. Sou. Ry. Co. et al. 
July 14—Wichita, Kan.—Examiner Flynn: 
6396—Drouhard & Stranahan et al. vs. A. T. & S. F. Ry. 
et al. 
6176—Comly Lumber Co. vs. Colo. & Sou. Ry. Co. et al. 
§6339—K. B. H. Milling Co. vs. Mo. Pac. Ry. Co. et al. 
Fourth Section Application No. 4218. 
6575—W. H. Nichols et al. vs. A. T. & S. F. Ry. Co. et al 
6607—Rapson Coal Mining Co. vs. K. C. Mex. & Orient 
Co. et al. 
6754—W. M. & T. R. Peck vs. A. T. & S. F. Ry. Co. 
6811—Jones & Hurst et al. vs. A. T. & S. F. Ry. Co. et al 
Fourth Section Applications Nos. 964 and 1862. 


July 14—Denver, Colo.—Examiner Pugh: 7 
|. & S. 378—Live stock rates from Texas and New Mex 
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points. 
4877—American National Live Stock Assn. et al. vs. Sou. Pac 
et al. 
July 15—Des Moines, Ia.—Examiner Watkins: 
1. & S. 443—Rating on live poultry in Western Trunk Line 


territory. 


July 15—Colorado Springs, Colo.—Commissioner Hall: 
6766—Iowa State Board of R. R. Commissioners et al. 
A. T. & S. F. Ry. Co. et al. 


July 15—Denver, Colo.—Examiner Pugh: 


1. & S. 421—Cancellation of routes in connection with carload 
shipments of wool and mohair from stations in Colorado, 


New Mexico and Utah to eastern destinations. 
6153—K enefick-Quigley-Russel Construction Co. vs. 
Co. et al. 
6362—Browne Iron Works vs. C. B. & Q. R. R. Co. et al. 
6767—Lawrence M. Purcell vs. C. B. & Q. R. R. Co. et al. 
July 16—Des Moines, Ila.—Examiner Watkins: 
6879—U. S. Button Co. vs. C. R. lL. & P. Ry. Co. 


July 16—Quincy, Ill—Examiner Brown: 


Sou. 





\. & S. 431—Class and commodity rates to and from Quincy, 


Ill., and group. 
July 17—Ft. Scott, Kan.—Examiner Flynn: 


636C—Great Western Oil Refining Co. vs. M. K. & T. Ry. C 


6529—Ireland & Rollings vs. st. L. & S. F. R. R. Co. et al. 
Fourth Section Applications Nos. 703, 799 and 1573. 


6565—Great Western Oil Refining Co. vs. A. T. & S. F. Ry. Ce 


6678—Lipscomb Grain and Seed Co. vs. St. L. & 8S. F. R. 
Co. et al. 


July 17—Omaha, Neb.—Examiner Pugh: 


* 1. & S. 391—Transit privileges on carload shipments of fish 


July 18—Salt Lake City, Utah—Commissioner Hall: 
6805—Utah Junk Co. vs. C P & St. L. Ry. Co. et al. 
Fa5e—W. J. Shellenberger Mercantile Co. vs. D. & R. G. et 


6636—Utah Wholesale Grocery Co. vs. Norf. & West. Ry. Co 


et al. 
July 20—Salt Lake City, Utah—Commissioner Hall: 


1. & S, 411—Class and commodity rates to Salt Lake Cit 


Utah, and other points. 


July 20—Topeka, Kan.—Examiner Flynn: 
6330—Burton Homer Pugh vs. A. T. & S. F. Ry. Co. et al 
6554—Road Supply & Metal Co. vs. C. R. I. & P. Ry. Co. 
6558—Pugh Mfg. Co. vs. C. R. I. & P. Ry. Co. et al. 
6568—Topeka Packing Co. vs. A. T. & S. F. Ry. Co. et al 


July 22—Minneapolis, Minn.—Examiner Watkins: 
|. & S. 448—Rates on coke from Chicago and Peoria, Ill 
St. Paul. Duluth, Minn., and other points. 
* 1. & S. 401—Rates on potatoes to stations in Missouri, Ark: 
sas and Oklahoma. 


July 22—Charleston, W. Va.—Examiner Hart: 

* 5572—Campbell’s Creek Coal Co. vs Ann Arbor R. R. Co. et 

* 5651—H. C. Dickinson et al. vs. Ann Arbor R. R. Co. et al 

* sar tos mccain Creek R. R. Co. vs. Ann Arborn R. R. < 
et al. 


July 22—Charleston, W. Va 





Examiner Hart: 


5 ee Creek Coal Co. vs. Ann Arbor R. R. 
et al. 

ees Creek R. R. Co. vs. Ann Arbor R. R. | 
et al. 


5651—H. C. Dickinson et al. vs. Ann Arbor R. R. Co. et al 


July 22—Minneapolis, Minn.—Examiner Watkins: 
|. & S. 401—Rates on potatoes to stations in Missouri, Ark: 
sas and Oklahoma. 


July 23—Minneapolis, Minn.—Examiner Watkins: 
6794—Northwestern Elevator Co. et al. vs. Gt. Nor. Ry. Co 


July 23—Smith Center, Kan.—Examiner Flynn: 
5877—S. C. Walker & Son. vs. C. R. lL. & P. Co. et al. 
July 24—Minneapolis, Minn.—Examiner Watkins: 
6801—E. C. Best Co. vs. Gt. Nor. Ry. Co. 
July 25—Minneapolis, Minn.—Examiner Watkins: 
6552—Lampert Lumber Co. et al. vs. Gt. Nor. Ry. et al. 
July 27—Denver, Colo.—Examiner Watkins: . 
* 1. & S. 409—Live stock rates from points in Colorado, Sou 
Dakota and other states to Omaha, Neb., and other poin 
July 27—Seattle, Wash.—Commissioner Hall: 
* 1. & S. 455—Rates on fresh fruits and vegetables to Seatt 
Wash., and other points. 
Sept. 28—Washineton, D. C.—Commissioner Meyer: 





56370—In the matter of rates, practices, rules and regulation 


governing the transportation of iron ore. 
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uly 31—Spokane, Wash.—Commissioner Hall: 

6802—Wilson-Leuthold Lumber Co. vs. C. M. & St. P. Ry. 
Co. et al. 

\ugust 4—Helena, Mont.—Commissioner Hall: 

|. & S. 407—Express rates on fruits and vegetables between 
points in California and points in Montana. 

5982—-Lindsay-Walker Co. et al. vs. C. B. & Q. R. R. Co. et al. 

el ‘men T. Perry & Co. et al. vs. Ariz. East R. R. Co. 
et al. 


September 21—Washington, D. C.—Examiner Wood: 
6770—Weston, Dodson & Co. vs. Cent. R. R. Co. of N. J. 


APPLICATIONS UNDER PANAMA CANAL ACT. 
Hearings at Cleveland, O., Federal Building, 10:00 A. M. 


June 22—6571—Duluth, South Shore & Atlantic Ry. Co., Mich- 
igan Central R. R. Co., Grand Rapids & Indiana Ry. Co. 
(Mackinac Transportation Co.) 


June 22—6614—Chicago & Erie R. R. Co. (tugs, car floats, 
barges, etc., on Chicago River and harbor). 

June 23—6618—The Pennsylvania Co. (The Pennsylvania-Ontario 
Transportation Co.). 


June 23—6666—The Canadian Pacific Ry. Co. (The Pennsyl- 
vania-Ontario Transportation Co.). 


June 24—6624—-The Grand Trunk Ry. Co. of Canada (The On- 
tario Car Ferry Co.). 


June 24—6671—The Buffalo, Rochester & Pittsburgh Ry. Co. 
(The Ontario Car Ferry Co.). 


June wg = Tag R. R. Co. (The Lake Keuka Navigation Co., 
only). 
June 25—6709—The Ann Arbor R. R. Co. (car ferries). 


June 26—6691—The Pere Marquette R. R. Co. (various car fer- 
ries), The Pere Marquette R. R. Co., The Bessemer & 
Lake Erie R. R. Co. (The Marquette & Bessemer Dock 
and Navigation Co.). 


June 26—6786—The Grand Trunk Western Ry. Co. (Grand Trunk 
Milwaukee Car Ferry Co.). 


DIGEST OF NEW COMPLAINTS 


No. 6552, Sub. 11. Stearns Lumber Co., Hutchinson, Minn., vs. 
C. M. & St. P. et al. 

Excessive and unreasonable charges on hard coal from 
Duluth and Superior, Allouez and Itasca, Wis., to Crookston, 
Breckenridge, Glyndon and Hinckley, Minn. Ask for just and 
reasonable rates and reparation. 

No. 6970. Wier & Jordan, San Pedro and Los Angeles, Calif., 
vs. Southern Pacific et al. 

Against a rate of 75c on creosote, in tank cars, Galveston 
to San Pedro, as unjust and unreasonable. Demand cease 
and desist order, just and reasonable maxima rates and 
reparation. 

No. 6971. Platten Produce Co. et al., Green Bay, Wis., and 
elsewhere, vs. C. M. & St. P. et al. 

Against rates on Christmas trees from Michigan points to 
destinations in Wisconsin, Illinois, Iowa, Nebraska, Kansas, 
Missouri, Oklahoma, Arkansas and other points in Western 
Trunk Line territory, and unreasonable minimum weights. 
Ask for just and reasonable joint through rates, the reduc- 
tion of the minimum, and reparation. 

No. 6972. Walter A. Zelnicker Supply Co., St. Louis, Mo., vs. 
St. Joseph & Grand Island et al. 

Unjust and unreasonable rates for second hand steel rails 
and angle bars, Kansas City, Mo., to Alexandria, La. De- 
mand just and reasonable maxima rates and reparation. 

No. 6973. Lexington Mill and Elevator Co. et al., Lexington, 
Neb., vs Union Pacific et al. 

Unjust and unreasonable rates on shipments of wheat and 
corn, Wood River to points in Colorado, Wyoming and Utah. 
Ask for just and reasonable rates and reparation. 

No. 6812, Sub. 4. A. M. Kupfer Co., Los Angeles, vs. A. T. & 
& S. F. et al. 

Same as preceding. 

No. 6812, Sub. 3. C. Will Rinden, Los Angeles, vs. A. T. & 
S. F. et al. 

Against one and one-half times first class L. C. L. on 
motorcycles and first class on C. L. Demands reasonable rate 
and reparation. 

No. 6946, Sub. 1. Tri-State Auto and Supply Co., Los Angeles, 
vs. San Pedro, Los Angeles & Salt Lake et al. 

Alleges unreasonable charge by reason of failure of carriers 
to pay dunnage. Asks for cease and desist order and repara- 
tion. 

No. 6946, Sub. 2. H. L. Miller, Los Angeles, vs. San Pedro, 
Los Angeles & Salt Lake et al. 

Same complaint and same demand. 

No. 6946, Sub. 3. W. J. Burt Motor Car Co., Los Angeles vs. 
A. T. & S. F. et.al. 

Same as preceding. 

No. 6946, Sub. 4. W. K. Cowan Co., Los Angeles, vs. San Pero, 
Los Angeles & Salt Lake et al. 

Same as preceding. 

No. 6946, Sub. 5. Bekins-Speers Motor Co., Los Angeles, vs. 
San Pedro, Los Angeles & Salt Lake et al. 

Same as preceding. 

No. 6946, Sub. 6. William E. Bush, Los Angeles, vs. Southern 
Pacific et al. 

Same as preceding. 

No. 6974. Georgia, Florida & Alabama Ry. Co. Application 
for permission to continue operation of steamboat line be- 
tween Carrabelle, Fla., and Apalachicola, Fla. 

No. 6975. Day Lumber Co., Seattle, Wash., vs. Northern Pa- 
cific et al. 

Alleges unjust and unreasonable rates on shipments of 
cedar and fir lumber and shingles from Big Lake, Wash., to 
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Nebraska and Minnesota points. Ask for reasonable rate and 
reparation. 

No. 6976.. Daly Coal Co. et al., Minneapolis and St. Paul, vs. 
Chicago & Alton et al. 

Allege unjust and unreasonable rates on coal from Illinois 
and Indiana fields to Wisconsin and Minnesota. Demand just 
and reasonable rates and reparation. 

No. 6977. Catskill & New York Steamboat Co., Ltd, and New 
York & Hudson Steamboat Co., operating Catskill Evening 
Lines, vs. Pennsylvania R. R. Co. 

Against refusal of defendant to make through route and 
_—, rate arrangement with complainants, which they de- 
mand, 

No, 6978. American Linseed Co., New York, vs. Chicago & 
Northwestern et al. 

Against the class rate of 57c on flax on Chicago & North- 
western from Iowa points to St. Paul and Minneapolis as un- 
reasonable in comparison with the 35c commodity rate on other 
carriers. Asks for reasonable rate and reparation. 

No. 6979. Kellogg Toasted Corn Flake Co., Battle Creek, Mich., 
vs. A. T. & 9. F. et al. 

Alleges exaction of a higher rate on its products than on 
oatmeal and other cereal products manufactured from grain 
is unjust and unreasonable and unduly discriminatory. De- 
wmacs reasonable and non-discriminatory rates and repara- 

on. . 

No. 6980. Application of Lake Tahoe Ry. & Transportation Co. 
for permission to retain its steamboats. 

No. 6981. H. Rosenblatt & Sons et al., Beloit, Wis., vs. Ann 
Ann Arbor R. R. et al. 

Allege unjust and unreasonable class and commodity rates 
between Beloit and points in Maine, New Hampshire, Ver- 
mont, Massachusetts, Rhode Island, Connecticut, New York, 
New Jersey, Delaware, Maryland, Virginia, Pennsylvania, 
Ohio, Indiana, Illinois, Kentucky, Missouri, Iowa, Wisconsin 
and Michigan. Asks for just and reasonable rates. 

No. 6987. Public Service Commission State of Missouri, Kansas 
Public Utilities Commission, Board of R. R. Commissioners of 
the State of Iowa and the Nebraska State Ry. Commission vs. 
Wabash R. R. Co. et al. 

Discriminatory and relatively unreasonably high rates on 
apples from points in Missouri, Kansas, Iowa and Nebraska 
to destinations in Tennessee, Alabama and Georgia. Ask for 
the establishment of just and reasonable rates. 

No. 6984. Great Western Sugar Co., Denver, Colo., vs. Yazoo 
& Mississippi Valley et al. 

Excessive charges on shipments of granulated sugar from 
Memphis, Tenn., to Asheville, N. C., and diverted to Charles- 
ton, S. C. Asks for reasonable rates and reparation. 

No. 6985. L. Feenberg & Co., Fort Smith, Ark., vs. Ahnapee & 
Western Ry. et al. 

Against the 40,000-lb. minimum as applied to C. L. ship- 
ments of rags, from points in Arkansas, Louisiana, Oklahoma 
and Texas to markets in Illinois, Indiana, Iowa, Michigan, 
Minnesota, Missouri, New York, Ohio, Pennsylvania and Wis- 
consin, as unjust and discriminatory. Ask for the establishment 
of a 30,000-lb. minimum. 

No. 6982. Topeka Traffic Association vs. A. T. & §S. F. et-al. 

Against a rate of 28c on iron and steel articles from St. 
Louis and other Mississippi River crossings on shipments 
originating east of the Indiana-Illinois line to Topeka, as 
unjust, discriminatory, unreasonable and unduly prejudicial 
and disadvantageous in favor of dealers in Kansas City, 
Omaha, Lincoln, Denver and other commercial centers. Ask 
for just and reasonable rates. 

No. 6949. Ingham Lumber Co., St. Louis, Mo., vs. Chicago, 
Rock Island & Pacific et al 

Excessive, illegal and unreasonable charges on C. b, ship- 
ment of yellow pine, Danville, La., to Bartlesville, Okla., via 
Collinsville, Okla. Cease and desist order and reparation 
asked for. 

No. 6950. Indianapolis Chamber of Commerce Freight and Traf- 
fic oo vs. Cleveland, Cincinnati, Chicago & St. Louis 
et al. 


Unreasonable charges on shipments of apples from Califor- 
nia, Washington, Oregon, Idaho, Nevada, Utah, Montana, 
Wyoming, Colorado and other Western states to destinations 
in C. F. A. and Trunk Line territory, by reason of failure to 
allow storage in transit privileges at Indianapolis. Ask for 
the establishment of the storage privilege at that point on the 
basis of the through rate. 

No, 6951. Kellogg Toasted Corn Flake Co., Battle Creek, Mich., 
vs. Michigan Central R. R. Co. et al. 

Against rates of $1.85 on bituminous coal from the Cabin 
Creek district in the West Virginia fields and of $1.60 from 
the Hocking Valley of Southern Ohio coal fields to Battle 
Creek as unjust, unreasonable and unduly prejudicial and 
disadvantageous. The establishment of minimum rates asked 
for and reparation. 

No. 6953. Memphis Freight Bureau for P. R. Hereford, of Mem- 
phis, vs. Mobile & Ohio et al. 

Allege unjust, unreasonable and unjustly discriminatory 
rates on stable manure from Memphis to Bainbridge, Ga., 
and Quincey, Fla. Ask for just and reasonable rates and 
reparation. ; 

No. 6954. F. S. Royster Guano Co., Norfolk, Va., vs. Seaboard 
Air Line et al. 

Against unreasonable, unjust and excessive transportation 
and switching charges on phosphate rock from Nichols, Fla., 
to Macon, Ga. Asks for reparation. 

No. 6955. G. I. Moore, Illmo, Mo., vs. St. Louis & San Fran- 
cisco et al. 
Against a rate of 90c per ton on coal from Illinois points 
to Hazel Spur, Illmo. Asks for a rate of 65c and reparation 
on that basis. 
No. 6955. Gold Stamp Mining Co., Seattle, Wash., vs. Great 
Northern. 

Against a rate of $1.23 on mining machinery from Night 
Hawk, Wash., to Seattle, Wash. Ask for a rate of 45 per cent 
of first class, and reparation. 
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No. 6957. M. W. Sloan, Anderson, 8S. C., vs. Southern et al. 

Against rates on coal from La Follette, Jellico and New- 
comb, Tenn., to Anderson, S. C., as unjust and unreasonable. 
Asks for just and reasonable rates and reparation. 

No. 6958. John M. Chambers, Fresno, Cal., vs. Chicago Great 

Western et al, 

Alleges emeessive passenger charges between Omaha, Neb., 
and Portland, Ore., by reason of failure to allow stop-over 
privilege at McLeod, Canada. Ask for cease and desist order 
and reparation. 

No. 6959. Tottle-Campbell Dry Goods Co., St. Joseph, Mo., vs. 

Missouri Pacific et al. 

Allege unjust, unreasonable and unlawful rates on mer- 
chandise from points in Alabama, Georgia, North Carolina, 
South Carolina and Tennessee to St. Joseph by reason of the 
rates being combinations of locals. Ask for just and reason- 
able through rates and reparation. 

No. 6959, Sub. 1. John S. Brittain Dry Goods Co., St. Joseph, 
vs. Missouri Pacific. 

Same as foregoing. 

No. 6960. Vandenboom-Stimson Lumber Co. et al., Memphis, 
Tenn., vs. St. Louis, Iron Mountain & Southern. 

Allege unjust and unreasonable rates on rough lumber, etc., 
into Memphis from Arkansas, Louisiana and Oklahoma by 
reason of local rates being imposed. Ask for just, reasonable 
and non-discriminatory rates. 

No. 6961. Wellesley W. Gage, New York City, vs. Erie R. R. 

Alleges unreasonable passenger fares on commutation tick- 
ets by reason of restrictions thereon. Ask for cease and de- 
sist order and elimination of alleged restrictions. 

No. 6962. Leeds Co., Atlantic City, vs. American Telephone and 
Telegraph Co. 

Ask for through routes and joint rates for interstate tele- 
phone service from the private exchange of complainant in 
the Hotel Chalfonte, with suitable divisions to the Leeds Co. 
for the use of its terminals for interstate business. Demands 
reparation. 

No. 6963. Board of R. R. Commissioners of the State of Iowa 
vs. A. T. & S. F. et al. 

Unjust and discriminatory rates on shingles at Iowa points. 
As for the establishment of rates for the transportation of 
shingles to the Mississippi River crossings from the North 
Pacific Coast points not in excess of the rates charged to 
Chicago and St. Louis. 

No. 6964. Chicago Wool Co. et al., Chicago, Ill., vs. Chicago, 
Milwaukee & St. Paul et al. 

Against rates of one and one-half times first class on wool 
noils, wool combings and scoured, washed, combed or brushed 
wools between Chicago and Duluth, Faribault, Fergus Falls, 
Litchfield, Minneapolis, Mankato and Rushford, Minn., Apple- 
ton, Burlington, Chippewa Falls, Genesee, Kenosha, La 
Crosse, Mauston, Milwaukee, Monticello, Onalaska, Portage, 
Reedsboro, Sheboygan Falls and West Bend, Wis., Des Moines, 
Nashua and Amana, Ia., when in bales, and of double first 
class when in bags. Ask for cease and desist order, the 
establishment of maxima rates, either C. L. or L. C. L., and 
a second class. carload minimum of 10,000 Ibs. for a 36-foot 
ear, and reparation. 

No. 6965. Cedar Rapids Grain Co. vs. Chicago, Peoria & St. 
Louis et al. 

Against a rate of 27c per 100 lbs. on shipments of oats, 
Peoria, Ill., to Birmingham, Ala., as unjust and unreasonable. 
Ask for reparation on the basis of a 15c rate then in effect. 

No. 6966. Stanley Works, New Britain, Conn., vs. Pennsyl- 
vania R. R. et al. 

_ Against a rate of $1.24% per 100 Ibs. on iron hinges, Niles, 
O., to Murphy, N. C., as unjust and unreasonable. Ask for 
the establishment of maxima rates not to exceed 86c, and 
reparation. 

No. 6967. Lompoc Produce and Real Estate Co., Lompoc, Cal., 
vs. El Paso & Southwestern et al. 

Unjust and unreasonable rates on beans, Lompoc, Cal., to 
St. Louis. Maxima rates asked for and reparation. 

No, 6968. Kurtz Action Co., Rockford, Ill., vs. C. & N. W. et al. 

Against rates of 25c, Rockford to Milwaukee, and of 60c, 
Rockford to Menominee and St. Paul for piano actions, as 
unjust, unreasonable and excessive. Just and reasonable rates 
asked for and reparation. 

No. 6969. New Orleans Cotton Exchange vs. L. & N. 

Excessive and unreasonable rates on cotton from points on 
the line of the L. & N. to New Orleans, the local rates being 
in excess of those from the junction points. Just, reasonable 
and non-discriminatory rates asked for. 

No. 6917, Sub. 8. Hayden Bros. Coal Corporation et al. vs. 
Denver & Salt Lake et al. 

Excessive, unjust and unreasonable rates on bituminous 
coal to Nebraska destinations by reason of absence of joint 
through rates, which they ask to have established from the 
Oak Hill district in Colorado. 

No. 6948. Walter A. Zelnicker Supply Co., St. Louis, Mo., vs. 
Chicago, Rock Island & Pacific et al. 

Unjust and unreasonable rates on second-hand steel car 
trucks, Howe, Okla., to Plainview, Ark. Just and reasonable 
maxima rates asked for and reparation. 


MINOR UNREPORTED OPINIONS 


(Copies of Unreported Opinions may be obtained from the 
Vaaingiee office of The Traffic Service Bureau at a nominal 
charge.) 











No. A628, Case No. 6072. Bass & Harbour Co. vs. M. O. & 
G. R. R. Co. et al. Rates for the transportation of quilted car- 
pet lining, C. L., from New London, Conn., to Muskogee, Okla., 
found unreasonable in that they exceed the sum of the inter- 
mediate rates and reparation awarded. 

No. A629, Case 4837. Omaha Cooperage Co. vs. Ill. Cent. 
R. R. Co. et al. Rate of 26c per 100 Ibs. for the transportation 
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of oak staves from Collins, Miss., to South Omaha, Neb., 
found unreasonable and complaint dismissed. 
No. A630, Case 4080. Sheffield-King Mining Co. vs. Ia. C« 


et al. Rate of $1.50 per ton for the transportation of soft c:al 


from Farmington, Ill, to Faribault, Miss., not found unreason 
able and complaint dismissed. 

No. A641, Case 3921. United States of America vs. P. R 
et al. Passenger fares from New York and Philadelphia 
points in Tennessee not found unreasonable and complaint « 
missed. 

No. A642, Case 5691. Reinhold-Greiger vs. Great North 
Defendant’s rates to Oroville, Wash., on coal from Princeton, 
B. C., and from Valley, Wash., on lumber, shipments moving 
through B. C., not found unreasonable and complaint dismis 

No. A643, Case 5537. Anderson-Tully Co. vs. Ala. & Vic! 
burg Ry. et al. Reparation awarded account of unreasona)le 
rates for the transportation of box shooks, C. L., from Vi« 
burg, Miss., to Port Arthur, Tex., via Vicks. S. & P. and « 
nections. Rates via the Yazoo & Miss. Valley and connections 
not found unreasonable. 

No. A645, Case 5289. Curry & Whyte Co. et al. vs. Great 
Northern. Upon complaint that rates on pulpwood from De 
River, North End and other Minnesota points to Superior, Wis., 
are unreasonable, held, that rates should not exceed rates cor 
temporaneously in effect on saw logs from and to same points 

No. A646, Case 5104. Dakota & Western Ry. Co. vs. R. C 
B. H. & W. R. R. et al. Charges for the transportation of four 
earloads of steel rails from Omaha, Neb., to McGee, 8. D., found 
unreasonable and reparation awarded. 


STOCK SCALES IN NEW MEXICO. 

The refusal of the New Mexico corporation commis 
sion to attempt to force the Santa Fe lines to establish 
stockyard scales at half a dozen stations in southern and 
central New Mexico, on request of the New Mexico Wool 
Growers’ Association, has resulted in an appeal by the 
wool growers to the state Supreme Court, the first ap 
peal of the kind that has been taken since the establish- 
ment of the state commission. The corporation board 
sustained the contention of the railroad that the scales 
were not a “facility” in the meaning of that term. 





ADDITIONAL DEFENDANTS. 


The Interstate Commerce Commission has made thi 
Montour, Morgantown & Kingwood Sandy Valley & Elk 
horn, Pittsburgh & Lake Erie, C. & O. Coal & Cok 
Kanawha & West Virginia, Western Maryland and th: 
Cumberland and Pennsylvania additional defendants in 
Nos. 5572, 5651 and 5584, which are the complaints of 
the Campbells Creek Coal Co. and Campbells Creek Rail- 
road Co. and H. C. Dickinson and D. G. Courtney against 
the Ann Arbor and others. No. 5835, National Refining 
Co. vs. Atchison et al., has been reopened, but the order 
of Dec. 8, 1913, remains in effect. 


FOR FEDERAL INCORPORATION. 

Senator Newlands of Nevada, chairman of the inte! 
state commerce committee, has reintroduced in the upper 
housé at Washington his bill for the federal incorporation 
of railroads. He first introduced it in 1909. “The recent 
decision of the Supreme Court in the Shreveport rate 
case and the proposed legislation for the regulation of 
the issuing of stocks and bonds show the trend is (to 
place entire jurisdiction of railroads under the federal 
government,” said he. 


GEORGIA EXPRESS RATES. 


For the first time since 1892 intrastate express rat 
have been overhauled and readjusted by the Georgia ra 
road commission, upon recommendation of its rate expe! 
J. Prince Webster. The’ commission has adopted t 
general plan of block rates, so-called, made effective 
cently by the Interstate Commerce Commission on int 
state business. Under the new system, first class rates 
in the state begin with a basis of 50 cents per 100 pound 
instead of 65 cents Under the new order, there is 
decided lowering of all rates, particularly on perishab 
goods. Rates on fruits are reduced generally from 
cents per 100 to 60 cents. 
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DIFFERENCES IN SAND 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Examiner J. Edgar Smith devoted Monday to an effort 

get light on the question, raised in the complaint of 
the Standard Mirror Co. vs. Virginia Southwestern, 

hether there is any difference in transportation, between 
sand for polishing mirrors and sand used in building op- 
erations. The complainant pays $2 a net ton on mirror 
polishing sand from Mendota, Va., to High Point and 
Winston-Salem, N. C. It thinks it is entitled to a one- 
dollar rate and reparation. M. R. Lynch, manager of the 
complaining corporation, M. M. Caskie, attorney for the 
complainant, Assistant General Freight Agent Caldwell of 
the Southern and General Freight Agent Thomas of the 
Norfolk & Western were on the stand. 

The two railroad men said that it was only within 
the last year or two that the rate-makers had found out 
that there was a difference in sand. At one time, Mr. 
Thomas testified, that company made rates on sand based 
on use, but it and other carriers had to quit that practice 
when the Commission condemned it in the Chicago coke 
rate case, He said there was often a deposit of building 
sand which the owner of the bank was willing to sell for 
twenty-five cents a ton because, by machinery, he can 
scoop it into cars at a cost not exceeding fifteen cents; 
that a low rate must be made to get it to move at all. 
But as to this kind of sand he said it is worth from 
$1 to $1.25 a ton, which is as high as, or higher than, 
run of mine coal from around Mendota. The rate on 
coal is $2.10. 

Mr. Caldwell called attention to the fact that the 
consignee insists on having the sand loaded in box cars 
instead of ordinary coal cars and that the tariff-makers 
are all beginning to take notice of the fact that sand, made 
by crushing rock, for molding and polishing purposes, is 
much more valuable than sand scooped up on the sea- 
shore or from the bed of a creek. 





MINNESOTA RAILROADS REFUND. 

Minnesota railroads have refunded $1,500,000 to pas- 
sengers and shippers of freight since August 7 last, as a 
result of the United States Supreme Court decision in 
the Minnesota rate cases. Commissioner O. P. B. Jacob- 
son of the state railroad and warehouse commission says 
the commission has handled 7,224 claims, on which it 
collected for the claimants $89,450.74. Thousands of other 
claims were sent directly to the railroads or were placed 
in the hands of collection agencies all over the state. 
Though nearly a year has elapsed since the refunding 
began, claims are arriving at the commission’s offices at 
the rate of 80 to 100 daily. 


HELPING THE RAILROADS HELP 


“Oracle of the Arab,” a publication of the M. LU. 
Peters Mill Co., of Omaha, says, under the caption, “Are 
you doing anything to help the railroads help you?”: 

“Say, won’t that make some of ’em sit up and stare? 
Help the Railroads—who ever heard of such a thing? 
But why not—if for no other motive than a selfish one, 
our advice to you is to try it. Listen. We have our own 
method, for example, of making up our claims—we make 
them so complete in every detail that there can be no 
comebacks from Mr. Claim Agent. We’ll let you in on 
some inside information that the average railroad man 
will be strongly tempted to discredit. 
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“Our total outstanding claims to-day amount to 
($195.67) one hundred ninety-five dollars and sixty-seven 
cents. Of that amount, $43.77 is for overcharge in 
freight, reducing our loss and damage claims to $151.90. 
So we say help the railroads—file fair claims and intelli- 
gent claims—you’ll be surprised with the results. If 
you want any help in that direction from us, we sure 
will be glad to serve you. 

“We have a Traffic Service-Department just for that 
purpose. Use it—write us.” 


MORE TIME FOR DISSOLUTION ALLOWED. 


An extension to October 15 has been allowed the Ches- 
apeake & Ohio at Cincinnati in which to sell its holdings in 
the Kanawha & Michigan Railway Company. The original 
time set for disposing of the holdings expired May 13. The 
extension is made through an appeal to the Supreme Court 
of the United States of a part of the order of United States 
Circuit Judges Warrington, Knappen and Dennison, who, 
sitting as a special district court, ordered the dis- 
solution of the alleged soft coal trust and directed the Ches- 
apeake & Ohio and the Lake Shore to dispose of their 
stock in the Sunday Creek Coal Company and break up 
their combination control of the Kanawha & Michigan. 


MILK SHIPPERS PROTEST. 

C. F. Holliday, counsel for the Central Illinois 
Creamery Men’s Club, has protested to the Illinois Pub- 
lic Utilities Commission against service furnished by 
five railroads operating through central Illinois. The 
petition stated that the railroads refused to furnish ade- 
quate service for the shipment of dairy products from 
points in the southern part of the state to Chicago. On 
the other hand, the petition sets up that the railroads 
are willing to furnish-a sufficient number of up-to-date 
refrigerator cars if the assignments are billed for points 
in the far East. The railroads named in the complaint 
are the Illinois Central, Wabash, Chicago & Eastern 
Illinois, Baltimore & Ohio Southwestern, and the Chicago 
& Alton railroads. 


BUSINESS THROUGH CINCINNATI. 


Records kept by the Baltimore & Ohio Southwestern- 
Cincinnati, Hamilton & Dayton lines show that in 1913 
these roads handled a total of 1,263,555 freight cars through 
the Cincinnati terminal. Cincinnati being the operating 
headquarters of the southwestern district of the Baltimore 
& Ohio system, it is likewise the point of interchange 
of the two main lines, the Baltimore & Ohio Southwestern 
east and west, and the Cincinnati, Hamilton & Dayton 
north and south. Of the total cars handled at Cincinnati, 
there were 538,946 loaded and empty cars delivered to and 
received from connecting lines, showing that a large pro- 
portion of the business was local to the rails of the two 
companies in the Cincinnati district. 


TACOMA SHIPPERS WIN FIGHT. 


The Supreme Court of the state of Washington has 
denied petitions for rehearing in six cases, including the 
case of the public service commission on the relation 
of the transportation bureau of the Tacoma Commercial 
Club against the Northern Pacific Railroad. This is the 
action in which Tacoma protested against the putting in 
by the railroads of a 99-cent rate from Seattle to Spokane, 
while Tacoma merchants have to pay $1.07 on the same 
class of shipments. This action ends the litigation, the 
Tacoma shippers having won their fight. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in pad ht handling and 


other branches of traffic work. Contributions are welcomed. THE T 


FIC 


WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


NEW MEMPHIS TERMINAL 


The Southern Railway Company has begun the con- 
struction of a modern classification yard and engine ter- 
minal at Buntyn, six miles east of Memphis. The terminal 
is to be known as Forrest Yard, in honor of the Confeder- 
ate cavalry chieftain, General Nathan Bedford Forrest. The 
contract for grading has been let. 

Fourteen and seven-tenths miles of track will be laid 
in the yard, which will comprise two separate groups, each 
group consisting of a receiving and distribution yard. Each 
group will have twelve tracks, each with a capacity of from 
60 to 65 cars. 

Among the facilities to be provided will be an eighteen 
stall round house with a ninety-foot power turntable and 
a modern plant for furnishing coal, water and sand to 
locomotives. 


A coal-handling plant of reinforced concrete and of 
modern type, with machinery for meclfanically handling 
and automatically weighing the coal issued to locomotives 
will be constructed. In connection with the coal-handling 
plant there will be machinery for drying, handling and issu- 
ing sand to locomotives. A water supply system to serve 
locomotives and the entire terminal will also be provided 
and it will be so arranged that it will be possible for a 
locomotive at one point to receive supplies of fuel, water 
and sand simultaneously. 


A machine shop and boiler room for running repairs 
to locomotives will also be constructed and a shed for the 
repair of freight cars will be built. A battery of air com- 
pressors will be provided which will afford pneumatic serv- 
ice throughout the terminal for testing brakes and the oper-. 
ation of air tools used in repair work. In connection with 
the round house, a wash room with lockers for employes 
will be provided and there will also be a fireproof oil stor- 
age house and a storehouse for the issue of supplies. 

A two-story building with tile roof will be erected as a 
yard office for the use of the yardmaster and his force 
of billing clerks, and the yard will also be provided with 
modern automatic track scales. 

The entire layout of buildings will have fire protection 
by a system of mains and hydrants and the whole ter- 
minal with its buildings will be lighted by electricity. Sig- 
naling and interlocking facilities for the protection of main 
line train movements, as well as the handling of trains into 
and out of the yard, will be installed at each end. 

These new facilities are being provided by the South- 
ern Railway to provide for the better handling of its Mem- 
phis business and the growing business through the Mem- 
phis gateway. With the completion of Forrest Yard all 
freight trains will be made up and all freight engines 
cared for there. As a result there will be a great reduc- 


tion in the amount of switching into and from the Madison 
avenue yard adjacent to the Southern’s freight terminals 
in Memphis, as no cars will be sent to the Madison avenue 
yard except those to serve the freight house, team tracks 
and adjacent industries. 

The new facilities will thus, at the same time, make 


possible greater dispatch in handling both the husiness 
local to Memphis and business through the Memphis gate. 
way over the Southern railway. 


THE ELEVATING TRUCK 





The Tapley Specialty Company, manufacturer of the 
Tapley Improved Elevating Truck, claims for Alfred C. 
Wessmann, president in 1904 of the Tapley company, a 
bookbinding concern in New York, the honor of having 
invented the first so-called elevating truck. As the story 
is told by the present company, constant attention by the 
J. F, Tapley Co. to efficient methods in its plant led to 
experiments for determining a more economical and effi- 
cient method of handling flat printed sheets as received 
from the printers for binding, for the storing of the folded 
sheets remaining in stock, and for handling bound books 
and miscellaneous material. Mr, Wessmann originated the 
experiments, and the first step taken was the adoption of 
the piling table or platform made in convenient lengths 
and raised on pipe legs from the floor. 


It required about six months of experimenting to de- 
termine the proper height from the floor at which point 
the maximum load could be deposited or picked up by 
porters carrying, transferring or piling stock. With this 
determined, it became apparent that constant handling of 
material was costly and slow of result. 


In the fall of 1905 experiments were begun to solve 
the problem of multiple handling. Two truck houses and 
a general mechanic entered into competition to furnish the 
Tapley company with an economical method of handling 
paper or printed stock. The trucks submitted were really 
nothing more than four-wheel trucks, some of which had 
a device for expanding the truck to take larger sheets than 
when in normal position. Further experiments were then 
made with the movable platform with detachable legs as a 
basis, and after many unsuccessful attempts the persever- 
ance of Mr. Wessmenn bore fruit in the form of an elevat- 
ing truck, which was the result of many conferences, sug 
gestions and trials. 


This truck was put into active use, and the builder 
patented the operating device. Later the builder attempted 
a handle which not only was intended to guide the truck, 
but by connecting rods was to raise and lower the truck 
wedges without cranking the shaft. This was later aba 
doned. 


l- 


Early in 1909 the mechanical engineer of the Tapley 
plant was put to work to eliminate the cranking method 
and evolve a new raising device. After many experiments 
an elevating Tapley truck was finally accepted as satis 
factory. This was a wooden box model, with swivel cast- 
ers at front, stationary casters at rear, and four smooth 
segment cams working by a bar-in-socket affixed to t 
front rock shaft. Later on, a sliding brass ring was put 
on the guide handle, to be slipped over the elevating bar (0 
support the handle in a vertical position while the tru: 
was inactive and to obtain better leverage for heavy loa 
when raising or lowering the truck. During a year’s t! ul 
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G. V. Electric Trucks 


Are Efficient Wherever Placed In Their Field 


You can hardly name an important line of business which G. V. Electrics do not serve— a 
and efficiently. Below we show you a 3%-ton G. V. Truck hauling ice and flour. The one 





ry truck serves a double purpose, enabling its owner to keep it busy throughout the year. 
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y It used to be thought that interchangeable bodies were necessary for “doubling up” in b 
d this way, but we have proved that it is not always necessary. There are cases where ice, f 
. coal, bricks, bale hay, and feed in bags can be handled with one G. V. Truck. The very suc- i 
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, cess of this unusual application of the high-grade Electric demonstrates the great economic 4 
. value of the Electric to the large manufacturer on the short haul. i 
We would like to tell you more about the 4,000 G. V. Electrics in service and their adapt- 


ability to your particular haulage problem. 





Write for catalog 104. 


General Vehicle Company, Inc. 


General Office and Factory 


Long Island City, New York 
New York Chicago Boston 
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service, various improvements were made in the mechan- 
ism, and a company, known as the Tapley Specialty Com- 
pany, was organized for manufacturing and selling the 
trucks and kindred products. 


THE ELECTRIC HOIST. 

An interesting application of the electric hoist is 
described by the Pawling & Harnischfeger Co. of Mil- 
waukee, in one of its advertising bulletins. The device 
described is an overhead monorail hoist traveling on the 
lower flanges of an [I-beam. The beam may be sus- 
pended from the roof of the building, or, if the monorail 
is to cover the yard, the runway may be supported by 
A-frames. Two or three bare collector wires are strung 
along the runway to supply the hoist with electric cur- 
rent. The average small hoist, it is stated, is cheap and 
replaces from three to ten men, depending on conditions. 
When the hoist is equipped with magnets the operator 
may handle the load alone, if the articles to be picked 
up are suitable. In picking up articles like pipes, a man 
is required to attach the load. 


PERSONAL NOTES 


Arthur B. Hoff has been appointed industrial commis- 
sioner of the Erie railroad, with office in New York, suc- 
ceeding Luis Jackson, resigned. 

George C. Taylor of Chicago, vice-president of the 
American Express Co., has been elected to the office of 
president, vacated by James C. Fargo. 





Ross D. Rynder, chief examiner for the Interstate 
Commerce Commission, was admitted to practice in the 
Supreme Court of the United States this week. 

B. S. Merritt has been appointed general agent of the 
Great Northern Railway at Great Falls, Mont., in place 
of H. R. Mitchell, who has been transferred to Kansas 
City, Mo., as commercial agent. 

T. J. Wall, general agent of the Canadian Pacific 
Railway at Spokane, Wash., has been appointed general 
agent at Minneapolis, Minn., in place of H. M. Tait, who 
has been transferred to Calgary, Alta. 

The independent offices and new service at Chicago 
and at Milwaukee, effective July 1, occasion the following 
appointments of the Western Express Co.: William B. 
Harris, general agent, Chicago; Albert B. Thoeny, general 
agent, Milwaukee. 


The Coal & Coke Railway announces the following 
appointments: C. W. Pinney, assistant general freight 
and passenger agent, headquarters, Elkins, W. Va.: I. K. 
Dye, general manager, Elkins, W. Va.; H. B. Martin, 
purchasing agent, Elkins, W. Va. 

E. B. Coolidge has been appointed general western 
agent of the Wheeling & Lake Erie railroad, with head- 
quarters in the Marquette building, Chicago. W. D. Mor- 
ley, formerly traveling freight agent, has been transferred 
to the Chicago office. The office of general coal and ore 
agent has been abolished. 

H. B. Sperry, assistant general freight agent of the 
Missouri, Kansas & Texas lines at Dallas, Tex., effective 
July 1, will be transferred to Kansas City, Mo., to succeed 
J. C. Finch, resigned to engage in other business. F. G. 
Abbey, chief clerk of the general freight office at Dallas, 
will succeed Mr. Sperry there. C. L. Lyons, commercial 
agent at St. Louis, Mo., has been appointed assistant 
general freight agent, with headquarters at St. Louis. 
L. W. Mosher, commercial agent at Oklahoma City, will 
succeed Mr. Lyons, and O. C. Thomas, now commercial 
agent of the Wichita Falls & Northwestern Railway, 
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Wichita Falls, Tex., will take the place of Mr. Mosher 
at Oklahoma City. 

The Southern Pacific Co. has issued an order io 
other lines, effective at once, to send to Howard Cr: 
eastern car,service agent, No. 55 West Jackson boulevard, 
Chicago, junction reports covering all §S. P., C. P..and 
O. & C. cars interchanged at points in Minnesota, Iowa, 
Missouri, Arkansas, Mississippi and all territory east 
thereof, including Quebec and Ontario; also for all cars 
interchanged at Omaha, Neb. Junction reports covering 
cars interchanged at all other points, and also all tracers, 
are to be sent to Car Record Office, San Francisco, as 
heretofore. 


RATES ON SLAG 


While blast furnace owners and railroads serving the 
Pittsburgh district, through a conference, have decided 
upon August 1 as the effective date of tariffs on furnace and 
mill slag, eastern railroads have just filed schedules reduc- 
ing therfates on furnace slag, establishing joint commod- 
ity rates. 

The Central Railroad Co. of New Jersey has filed two 
tariffs, one applying to stations on the Delaware, Lacka- 
wanna & Western, and the other to points on the Penn- 
sylvania railroad, both to become effective July 17, while 
the Delaware, Lackawanna & Western has filed a tariff ap- 
plying to points in New York, New Jersey and Pennsy]- 
vania, to become effective July 15. The Lehigh & New 
England, through short notice order, has filed a tariff which 
went into effect on June 13, which, in connection with the 
Pennsylvania railroad and the West Jersey & Seashore 
railroad, establishes rates from Catasauqua, Pa., to New 
York and New Jersey points. These rates apply from a 
point on a newly constructed line from which no rates 
have applied, 

While some of the old rates are unchanged, the gen 
eral] trend of all of them is downward. For instance, by the 
Central Railroad Co. of New Jersey slag tariffs all rates 
from Allentown, Bethlehem and Parryville, Pa., to New 
Jersey, New York and Pennsylvania points are reduced, 
while many reductions to points from Catasauqua, Hazard, 
Hokendauqua and Palmerton, Pa., are made. Destinations 
to which these tariffs apply and the rates include Hoboken, 
N. J., $1 per ton of 2,000 pounds; Phillipsburg, N. J., 60c 
Oxford Furnace, N. J., 80c; Stroudsburg, Pa., 80c, and Bing 
hamton, N. Y., $1.50, the rate to Hoboken being reduced 
from all points. Other points to which reduced rates will 
apply include Belvidere, N. J., Chambersburg, Pa., 90c 
Flemington, N. J., Lewistown, Pa., $1.80; Kennett and 
Lancaster, Pa., $1.50; York, Pa., $1.60, and Princeton, N. J 
$1.20. 

By the Delaware, Lackawanna & Western tariff th: 
rate from Oxford Furnace to New York, for instance, wil 
be $1.25. The Lehigh & New England tariff applying fron 
Catasauqua, making reductions, establishes the followin: 
rates: To Buffalo, $1.80; to Jersey City, $1.20, and to New 
ark, N. J., $1. ; 

The slag and clean ashes rate proposed from the Pitts 
burgh district is 20c a ton, while it is proposed to charg: 
35c a ton for excavations, brickbats, etc. Shippers hav: 
protested that the charge is extreme and a protest may Db: 
made before the Interstate Commerce Commission. [It is 
estimated by traffic managers for companies owning blas 
furnaces, the proposed tariffs would net carriers $2,000,00' 
a year when furnaces in the Pitsburgh, Wheeling, W. Va 
and Youngstown, O., districts are operating at full ca 
pacity. 
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Chicago’s 
Newest and Biggest 


Storage Warehouse 






























Located in the heart of the business district, 
has one million square feet of fire- 
proof storage space. 


Short hauls for teams of city customers 
and unexcelled shipping facilities. 














freight, 





Shipments made from storage over all 
Trunk Lines through Chicago Tunnel and 
B. & O. C. T. Ry., the CARTAGE 
CHARGES thus being ELIMINATED. 


tainers. 









Descriptive Booklet on Request. 
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Soo Terminal Warehouse Co. 


519 West 12th Street 
CHICAGO 










Phone Canal 5740 





ing power requires every track scale to be equipped with 


The Streeter-Amet Automatic Weight Recorder 


It records, in type, the exact weight indicated by the scale. By its use cars can be weighed in motion 


four times as fast as with hand recording. 


Machines are leased, and maintained by us as long as kept by lessee. Service is perpetual. 


Streeter-Amet Weighing and Recording Co., 
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LABOR-SAVING 
COST-CUTTING 


Conveyers 


OF ALL TYPES, BOTH 
GRAVITY AND POWER 


The Mathews ‘Line of 
Handling Devices are recog- 
nized as standard,represent- 
ing the highest degree 
of mechanical efficiency. 
The passing of 
the truck and plat- 
form elevator marks 
the introduction of 
scientific and auto- 
matic handling ap- 
pliances for secur- 
ing maximum speed 
and economy in the 
handling of package 


paper or metal con- Mathews Gravity Double-Roller Spiral 


We put the first steel, ball-bearing Gravity Conveyers on 
the American market. Now we have many perfected types 
—one for almost every purpose. 

Our patents cover the best-known and most successful 
mechanical ideas employed in conveyer construction, both 
gravity and power. 

Our devices are used almost exclusively by leading manu- 
facturers, wholesalers, jobbers and handlers of every known 


Every industry has its handling problem, involving a large 
annual expense for wasted time and labor. For nearly all 
of such problems we have a mechanical solution. 

Send for our catalog covering equipment for handling mis- 
cellaneous commodities. 

Special spiral catalog and special brick conveyer and lum- 
ber conveyer catalogs on request. 


MATHEWS GRAVITY CARRIER CO. 
Branch Factories || GNDON ENG. Ellwood City, Pa. 
Branch Offices in All Leadi ng Cities 


Let the Shipments Be On Their Way 


A fraction of the earning power of locomotive, other cars in the train, the yard, and the right-of-way, 
and the whole railway organization, as well as the investment in the shipment itself, is lost every time 
a car is unnecessarily delayed for the hand-recording of its weights. 

Multiply for yourself this fraction of money, trifling as it is, by the number of scale movements in a 
year. The result shows that evén regardless of the greater accuracy it gives, the conservation of earn- 
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Cruise for a week on the Lakes 


Spend your vacation on the water and secure the benefits to be derived from a trip to 


30,000 Islands of Georgian Bay 


“the Switzerland of America.’’ You can have the many comforts that a large. elegantly equipped steamer 
affords. You will eat well and sleep well. Peaceful, quietand exhilarating breezes will rest and strengthen you. In 
sicht of land most of the way—you can view some of the most magnificent scenery in the world. Our line of steamers 
fers you the greatest possible opportunity for rea] rest and genuine pleasure. You can go fora full week c~ only for a 


few days, as you prefer. 
The Elegant Steel Steamships 
“Manitou” — “Missouri’’ — “Iilinois” — ‘*Manistee”’ 
fer unrivaled service bet Chicago, Charlevoix, Petoskey, Mackinac Island, Ludington, Manistee, 
Onekama, Frankfort, Glen Haven, Leland (via Manistee & M. & N. E. R. R.) and Traverse Bay Ports, 
conMecting with all lines for Lake Superior and Eastern Points. 
SPECIAL SEVEN-DAY CRUISES 

The Steel Steamship ‘‘MISSOURI'’ to 00 The Popular Steamship ‘‘MANISTEE’’ to 32 00 
COLLINGWOOD, ONT., and return . SAULT STE. MARIE, and return . 

via Mackinac, ‘‘Soo,’’ North Channel including via Mackinac—returning via a portion including 
and 80,000 islands of Georgian Bay, meals and berth of Georgian Bay and the Scenic Grand meals and berth 
stopping at points of interest— Traverse Bay— 

For ful) information, illustrated folder and book of tours address 


NORTHERN MICHIGAN LINE, J. C. Conley, Gen. Pass. Agent 
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The Open Forum 


A Department for the Use of Patrons and Friends of THE TRAFFIC WORLD in the Discussion of 
the Topics Which Every Progressive Traffic Man, Whether Manager or 
Clerk, Has to Consider—Contributions Are Welcomed 


“Wenn viner fiir ein Blatt geschrieben hat, so wird er ein guter Freund des Blattes.” 


FAVORS FREIGHT INCREASE 


Editor THe TRAPFIC WORLD: 

It has come to our attention that the records of the 
Interstate Commerce Commission and certain railroad 
associations purport to show this company as a pro- 
testant in the pending five per cent advance rate case. 





We shall appreciate the publication of this letter in 
your columns, as our emphatic denial that the foregoing 
was or is our position. The correct fact is that we favor 
the increase, as sought by the carriers, and have so 
stated to the Commission and interested carriers when- 
ever occasion offered. 

United States Cast Iron Pipe & Foundry Co. 
Wilmer M. Wood, Traffic Manager. 
Philadelphia, Pa., June 16, 1914. 


TIME TO STOP THE DRIFT 





(By Frederic A. Delano.) 

We are drifting toward government ownership be- 
cause those having the greatest share in the present 
form of ownership are becoming disgusted. 

Under the policy which has existed in this country 
almost to the present time, railway building was en- 
couraged without regard to needs, intelligent location, or 
earning capacity. Capital was encouraged to build rail- 
roads, although in many cases they were so built that 
they could never be made to pay; and yet even to this 
day, although we have for twenty-six years had a 
commission with large administrative powers, we de- 
pend chiefly on competition to determine rates, facilities, 
time schedules, etc. 

In mercantile experience or in manufacturing, the 
unwisely projected or the badly located venture goes to 
the wall and no longer continues as a menace to other 
enterprises; but not so a railroad. In only two states 
of the Union has there been a check placed on useless 
railroad building, wildcat projects, blackmailing schemes; 
and yet, the worst practices to-day, practices which the 
Interstate Commerce Commission could without doubt 
stop at once by executive or administrative orders, are 
practices which have crept in and become custom in the 
battle for existence between these parallel and competing 
lines. 

As a nation we have attempted to cling to a dual 
system of regulation on the one hand and unlimited 
competition on the other; and when railroad men have 
tried to get together to abolish evil practices, arguing 
the fact that they were trying to bring about-a better 


enforcement of the law and the spirit of the law, they 
were none the less enjoined as conspirators. 


But this is neither the time nor the place for crimina- 
tions and recriminations. It is time to arouse ourselves. 
The Interstate Commerce Commission finds itself over- 
worked and unable to cope with the situation, and it 
appears to the writer that the time has come for rail- 


road men themselves to take hold. We must do as the 
bankers have found it necessary to do; they do not de- 
pend upon the controller of the currency and his exam- 
iners to find irregularities—that method was fully tried 
and found sadly wanting—but they have added in Chi- 
cago and in some other large cities their own corps of 
examiners to report to the clearing house. 

Railway officials object to being told that it was their 
business to cry a halt in the New Haven situation before 
things had gone too far, and yet all will admit that 
great and incalculable harm has been done to all of 
them by the methods of Mr. Mellen. Shall we allow 
this sort of thing to go on; shall we permit one man, 
be he insane or unscrupulous, to besmirch the reputa- 
tions of the remainder? The old employers’ guilds of 
the middle ages were wiser than that! Surely, if we 
have a reputation to sustain we cannot afford to have it 
ruined. 

Certain standards of professional ethics must be 
established and enforced by a committee of such char- 
acter and authority that its recommendations will carry. 

Such a committee would soon have the confidence 
of the Interstate Commerce Commission and state author- 
ities, and in time be helpful in curing practices which the 
Commission probably thinks should be cured, but does 
not know how to approach. Mr. Brandeis has pointed 
out serious causes of loss, leaks which should be stopped, 
rates so low that they amount to special privileges. 

These are not new discoveries; the serious fact is 
that they have long been recognized, but under the 


present method of management there has been no cure 


for them. What shall we do about it? Shall we try to 
cure the trouble, or shall we allow things to drift, the 
slow but inevitable drift to government ownership, even 
though we may foresee in that drift the wreck of our 
republic? 


THE HENNEPIN CANAL 


Editor THe TRAFFIC WorRLD: 

In the issue of THe TRAFFIC WorzLD of June 6, topic 
on page 1143, you make a statement to which I must take 
exception. You say, “Consider the Hennepin Canal,” thé 
inference being that this is a case of bad judgment on 
the part of the government in spending money. 

At the time the Hennepin Canal was built the pre- 
sumption was that the state of Illinois would provide a 
waterway of at least the same size over the Chicago 
divide. This has not been done. The only waterway 
now existing between Lockport and La Salle is the old 
Illinois and Michigan Canal, which will take boats of 
approximately 150 tons capacity, while the Hennepin 
will admit an 800-ton barge. 

I have given the matter of waterways very carefu! 
study, and my conclusions have been reached from oD 
servations here, in Europe and from the experience we 
have had in operating barges between Chicago and Daven- 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


June 20, 1914 









H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bidg., St. Louis, Mo. 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 
























Watson & Aberne 


Attorneys at Law. - Specialists in Interstate Com- 
merce Cases. 
‘B. G. 
Commerce Expert. 
Pioneer Building. 






John B. Daish 


Interstate Commerce cases only 
602-606 Hibbs Bldg., Washington, D. C. 












St. Paul, Minn. 




















Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 








Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Blidg., 
Chicago, Il. 














Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnatti, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 




























Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 




















Blackmar & Bundschu 






H. Ear Iton Hanes Attorneys and Counsellors 
A d 1 ‘ Suite 904 Commerce Building, 
ttorney and Counselor at Law Saene Cite. Bab. 





418 and 419 Colorado Bldg., 
Washington, D. C Special Attention to Rate Claims and 
Pie cae: Practice Before the Interstate Commerce Commission 











LESLIE J. LYONS 7 HUGH C. SMITH 
Former : Lyons & Smith Former : 


U. S. Atty. Asst. U. S. Atty. : 
PAUL E. BRADLEY. LAWYERS OTIS M. EDMONSON. 
Mr. Bradley, formerly with Interstate Commerce Com- 
mission, has charge of the preparation of cases before 
the Commission. 
SUITE 1003-6 REPUBLIC BLDG., KANSAS CITY, MO. 


Rufus B. Daniel 


ATTORNEY AT LAW. 
INTERSTATE COMMERCE CASES ONLY. 





























625 Mills Building. EL PASO, TEXAS. 





BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 






M. W. Borders Lather M. Walter John S. Burchmore 
CORPORATION, INSURANCE Formerly Attorneys for Interstate Commerce Commission 
AND ANTI-TRUST LAWS ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILIT}'#S 






As a Friend of THE TRAFFIC WORLD, piease Mention the paper in writing to attorneys. 


port. I feel sure that the Hennepin Canal will occupy a 
large place in the transportation system of the middle 
West as soon as the state of Illinois gives up its chimer- 
ical electrical power, deep-waterway scheme, for which 
it authorized the issue of $20,000,000 in bonds, and proceed 
to build a waterway of reasonable dimensions between 
Lockport and La Salle. If this is done, as it can be at 
an expense of approximately $1,000,000, freight will move 
from Chicago to the Mississippi River at a ton-mile cost 
which would.seem ridiculously low to you at the present 
time. 

I should be pleased to go into this matter further 
and believe I can convince you’ that the present dis- 
repute into which our waterways have fallen is largely 
the result of the unintelligent manner in which they have 
been used. 

Chicago, June 12, 1914. Sterling Morton. 


WHEN FREIGHT IS DELIVERD 


Under a decision of the New York Court of Appeals 
in the case of Lewis vs. New York, Ontario & Western 
Railway Co., 104 Northeastern Reporter 944, a closed car- 
joad of freight is constructively delivered to the con- 
signee when it is placed on a sidetrack at a proper place 
for unloading. Although this conclusion was applied by 
the court to exempt the railway company from liability 
for injury to the consignee’s employe, caused by defective 
loading of the car, the holding can also be applied to 
cases where carload freight is destroyed while awaiting 
unloading. In such a case, under this decision, the loss 
would fall on the consignee. 

The court said: “The general rule is that a railroad 
is bound to load and unload its cars, but this rule may 
be varied by contract or by a course of dealing, and is 
perhaps not applicable in its full force to carloads of 
bulky freight. If the consignee undertakes to unload the 
car, which is switched for convenience on a sidetrack in 
his yard, the carrier’s function ends, and delivery is com- 
plete when the car is placed in the custody of the con- 
signee. We must not be understood as intending by this 
decision to limit a carrier’s duties, either toward its own 
employes or toward the public, while the car is in transit 
and its function as carrier continues.” 

It was further decided by the Court of Appeals that 
shippers and consignees are chargeable with constructive 
notice of the fact that a carrier’s schedules filed with 
the Interstate Commerce Commission provide that owners 
will be required to load and unload freight in carloads 
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when carried at carload rates, if such provision is con- 
tained in such schedules. 


ALEXANDER’S NEW BILL 


Chairman Alexander of Missouri, of the House coin 
mittee on merchant marine and fisheries, has introduced 
a bill to enlarge the Interstate Commerce Commission 
from seven to eleven members, so as to handle the addi- 
tional jurisdiction conferred upon it by this measure. The 
added jurisdiction is over interstate and foreign commerce 
by water, which is now absolutely without regulation 
the government in everything except the physical opera- 
tion of the ships under the navigation laws. 

The Act to regulate commerce, as it now stands, is 
made applicable to the transportation by water, with a 
few sections added to prevent pooling, the operation of 
fighting ships and other common features of the war 
that is constantly going on among the water carriers 
To the Commission are given powers over the rates of 
water carriers as extensive as the power it now has over 
land carriers. 

Heretofore the insurmountable obstacle to the pro) 
osition that water rates should be published and stable 
has been the absolute danger to a ship putting to sea 
without a sufficient cargo to make navigation easy, com- 
fortable, convenient and safe. To secure such a cargo 
ships have often practically carried commodities free in 
the part of the space they could not otherwise fill. 

Such arrangements are always made at the last min 
ute, and it has always been supposed that the necessit) 
of getting such ballasting cargo made it impossible to 
hold ships to a regular published tariff. 

Mr. Alexander, who conducted the investigation of 
the “shipping trust,” has a different opinion. 


POSITIONS WANTED OR OPEN 


EXPERT RATE AND CLAIM MAN, at present Au- 
ditor and Claim Agent for small railroad and for some 
time past Traffic Manager for one of the largest in- 
dustrial shippers in the west, particularly desires to 
locate in central or prairie state. Want to connect 
with a well established concern. Will expect a good 
salary but guarantee results. Age 33, reliable reference. 
Will require thirty to sixty days in which to get re 
lieved. B. M. C. 32, The Traffic World, Chicago, III. 


Rn RENE am LL LE 

Fxpert RATE AND TRAFFIC MAN, at present in 
charge of traffic for iron and steel company, desires to 
make new connection with large industrial or commercial! 
concern, where exceptional ability and experience are 
absolutely essential. Reliable reference. Age 31; mar 
ried; temperate. B. A. 41, The Traffic World, Chicago, I! 

















Lawyer—Young man 28 years old, 6 years’ experienc: 
in transportation and interstate commerce matters 
thoroughly familiar with decisions, rulings and procedur: 
of I. C. C. and other governmental departments, is ope! 
for position with corporation, railroad, or commercia 
club needing commerce attorney or assistant. 

Have held positions of highest trust, and can furnis! 
best of references both as to personal character and busi 
ness ability. Location not important. Salary comme! 
surate with position and its opportunities. Correspond 
ence confidential.—B. R. 29, Tue Trarric Wortp, Chicag< 
Til. 
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Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc. 


Parkersburg Transfer & Storage Co. 


PARKERSBURG, W. VA. 
101-113 Ann Street. 
DISTRIBUTING AND FORWARDING AGENTS. 


Judson Freight Forwarding Co., Inc. 


CHICAGO 443 Marquette Buliding. 
ST. LOUIS 1501 Wright Bullding. 

Carload distribution to all railroads at Chicago and St 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 


Terminal Transfer & Sterage Company, Inc. 
U. S. Bonded Transfer Mobile, Alabama 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 


Bash Storage Company 
FT. WAYNE, IND. 


Unsurpassed facilities for storing, handling, trans- 
ferring and forwarding goods; ample cold storage plant in 
connection, if desired. Yard room for outdoor storage. 
Two private switches connect plant with all roads. Give 
estimated amount of space required and kind of goods. 
Ft. Wayne has thirteen railroads, interurban and steam. 
Second city of Indiana. 


Savannah Bonded Warehouse and Transfer Co. 
SAVANNAH, GA. CUSTOM HOUSE BROKERS. 


Merchandise and goods of all character stored, trans- 
ferred, forwarded, distributed. Maximum service for 
minimum cost. Freight service to and from Savannah un- 
surpassed. Twenty ships each week to and from prin- 
cipal Eastern markets. 


Jenkins Express 


COLUMBIA, S. C. 


The Geographical Center of Its State. Four Railway 
Systems. River Transportation. 


Equipped for general storage, distribution, forwarding. 
Motor truck transfer. Private side track connecting all 
lines. 


BARNESON-HIBBERD WAREHOUSE CoO. 
SAN FRANCISCO, CAL. 


Main Office, 310 Sansome St. Telephone Sutter 940. 

China Basin Warehouse and Wharves, foot of Fourth 
St., with spur track. General Storage. Grain and Beans 
cleaned, polished and graded. Forwarding Agents and Pub- 
lic Weighers. Spur Track connection with all Railroads 
entering San Francisco. China Basin Warehouses and 
Wharves the only public facility in San Francisco where 
deep water, rail and public warehouse meet. No drayage. 


THERE IS ONLY ONE WAY 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. “Unsurpassed facilities’’ for stor- 
ing, handling, transferrimg and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Inc. 
LOUISVILLE, KY. 


Import and export freight contractors, tramsfer and 
reshipping agents, custOm house brokers. Bonded and 
free warehouses. 


Wiesenfeld Warehouse Co. 


JACKSONVILLE, FLA, 


STORAGE, DISTRIBUTING AND REFORWARDING 
In heart of business district. On both rail and water. 
Prompt attention to all shipments, large or small. 


Pearce Forwarding Company 


GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 


Jones & Company,Inc. 


NORFOLK, VA. 


Storage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 


The Benedict Warehouse & Transfer Company 


DENVER, COLO. 
501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENERAL 
WAREHOUSING. 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this 
is an important subject and are reaching out for such 
trade. A competent Forwarding Agent can be of material 
assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to all 
places abroad and shall gladly answer inquiries respecting 
Consular Regulations, Customs Duty, etc. 

G. W. SHELDON @& CO., Chicago, New York, London, 
Liverpool, Paris, Havre, Boulogne-Sur-Mer. 
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